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Shipping Boxes too « « « « 
can be ATTRACTIVE 


Today, almost everything is made attractive as well as service- 
able. Even Shipping Boxes. Yesterday they were drab looking, 
4 | today they are colorful. Yesterday they were simply slung to- 
>) | gether, today they are engineered, in pleasing proportions, 
ie to fit the product. Hinde & Dauch, leaders in building attrac- 
— tive shipping boxes, have turned the drab Shipping Box into 
an important conveyor of an advertising message. 





It costs no more to ship your products in attractive Shipping Boxes. 
Why not, therefore, send for our free book “PACKAGE ENGINEER- 


ING”, and learn more about H & D service? 


THE HINDE & DAUCH PAPER CO. 
303 DECATUR STREET : SANDUSKY, OHIO 
Western Address: Kansas City Fibre Box Company, 

Packer’s Station, Kansas City, Kansas. 


Canadian Address: Hinde & Dauch Paper Company of 
Canada, Ltd., King Street Subway and Hanna Ave- 
nue, Toronto. 
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Officer. He served on the “Floridan” and on the 7 
Williams steamer “Willhilo,”” and then joined the ie 
Motorship “Missourian” as Mate. In 1926, Captain A 
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or Perishables 


Loading apples on board the Baltimore Mail Liner 
“City of Baltimore” at Norfolk Tidewater Terminals. 


PEED in loading at tidewater—high speed at sea— 
speedy discharge at destination, assure extra profit 
to American exporters of perishables. Shipments are 

sooner on European markets—there is less loss from 
spoilage in transit. 


Thousands of barrels, baskets and boxes of perishables 
go overseas on Baltimore Mail Line ships—apples, pears, 
packing house products—refrigerated or as ordinary stow- 
age cargo. 


Baltimore and Hampton Roads are nearest to producing 
centers. Havre and Hamburg are nearest to central 
European markets. Facilities at these ports assure swift 
handling of cargo. Baltimore Mail Line ships sail on 
schedule and operate at sixteen knots, minimum speed. 


Sailings: Eastbound, from Baltimore every Wednes- 
day; from Hampton Roads every Thursday. West- 
bound, from Hamburg every Friday, midnight; from 
Havre every Sunday. 


BALTIMORE MAIL LINE 


Baltimore Trust Building 


Plaza 5260 
BALTIMORE MARYLAND 
NEW YORK CITY NORFOLK, VIRGINIA 
1 Broadway 111 E. Plume Street 
Digby 4-5800 Norfolk 25303 


CHICAGO, ILLINOIS 


180 N. Michigan Boulevard 
Randolph 6840 


PITTSBURGH, PENNSYLVANIA 


300 Westinghouse Building 
Grant 0770 


DETROIT, MICHIGAN 


905 Majestic Building 
Cadillac 1635-1636 
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The New 
Mupwest TERMINAL BUILDING 


St. Louis’ Latest Facility 
for Merchandise Distribution 


ry Twelfth Boulevard and Washington Avenue—center unloading of cars are being utilized. Storage and handling 
of St. Louis’ development activity, where retail and of freight will all be concentrated on the lower floors; the 













































wholesale shopping districts meet—is now being erected the upper floors reserved for manufacturers and distributoy, 
remarkable Illinois Terminal Railroad System station and All trucking costs on in-or-out-bound less-than-cy. 
industrial loft building. load rail shipments are eliminated. Offices and sto 
Adjoining is the downtown hotel district. Close by is the rooms may be combined under one roof without sacrificing 
civic center with its new Plaza, and the financial district. desirability of location for either. The mammoth loft anj 
Within a few blocks are the new homes warehouse facilities available make this 
of the St. Louis Globe-Democrat and building an ideal headquarters for me. A 
the St. Louis Star and many other new —A monumental steel and concrete structure chandise distribution throughout th 
business buildings. Altogether here is of the latest type whole midwest territory. 

one of the choicest business locations —Building-covers a whole city block. Besides the increased facilities and 


expedited service to be rendered, 


this new development opens an ip 


Thirty feet underground the quiet, elec- All built d d d 
P = io ° — ullt over an underground passenger an i i 
trified lines of the Illinois Terminal freight station (electrified) with a eapacity in dustrial territory not heretofor 


Railroad System carry fast freight and senna aa served by rail transportation. | 
Driduciio the Bast, with car-movements || —Westlin the bart of nes st Lous |] OFS eT outer merchandise date 
interchangeable with all other railroads. —Ready for occupancy, July, 1932 tion advantages. Write for detailed 
The latest ideas in rapid loading and information. 


MIDWEST INDUSTRIAL TERMINAL CO. 
1221 Locust St. ST. LOUIS Phone Central 5300 


in the city. 


—75,000 square feet on each floor 
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Our Platform 


A conference participated in by representatives of 
ill interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
toads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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POPULAR MISCONCEPTIONS 


HOUGH most of our readers, of course, are more or 

less expert in transportation matters, some of them 
are not and even some who are seem now and then to 
be led astray to some extent by popular misconceptions 
with respect to transportation policies, actual or pro- 
posed. At any rate, it can do no harm to treat briefly 
some of these misconceptions, as portrayed constantly in 
newspaper editorials, gatherings of one sort or another, 
smoking car discussions, and even in the halls of Con- 
gress. 

The first of them is the idea—not so prevalent now, 
to be sure, as it once was, but still bobbing up now and 
then—that the transportation act of 1920 guaranteed to 
the railroads a certain percentage of revenue based on 
their valuation. This is not and never was the case. The 
law instructed the Commission for the first year to make 
rates with a view to producing a net revenue of six per 
cent on valuation fixed for rate-making purposes, and 
thereafter to fix the proper rate of return itself. It fixed 
it and it has remained at five and three-quarters per cent. 
The proof, if proof is needed, that there was no guaranty 
is that never, in any year since the act went into effect, 
have the railroads been permitted to earn five and three- 
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quarters per cent. Their net has ranged from two to 
five per cent. The instructions to the Commission were 
merely to make rates that “as nearly as may be,” consist- 
ent with honest and economic management, would pro- 
duce the desired result. No one has ever insisted that the 
Commission should make unreasonable rates in order 
to produce the net revenue considered desirable. 

Now come the Commission and others with a sug- 
gestion that the rate-making section be amended in order 
to give more flexibility in the making of rates, the Com- 
mission to determine from time to time what return is 
proper for the railroads, in view of all conditions, and 
to make rates accordingly. It is argued for this amend- 
ment that it would enable the Commission to give the 
railroads, in prosperous times, rates high enough to 
build up a reserve that would tide them over periods 
of depression without increasing rates. That sounds 
well but, as a matter of fact, the proposed revision would 
give the Commission no power that it has not already 
exercised. It has never permitted the railroads to make 
rates high enough to give them a reserve for lean years 
and there is no reason to suppose that it would do so 
under a law that merely legalizes or puts the stamp of 
approval on what it has actually been doing, though what 
it has been doing is not, as we see it, and as many others 
see it, in accordance with the idea expressed in the pres- 
ent law. 

Perhaps there is more popular misunderstanding 
and unsound doctrine with respect to proposed inter- 
state regulation of commercial motor vehicles than with 
respect to any other transportation problem. The ques- 
tion asked is: “Why burden a new form of transport 
with regulatory measures that have proved onerous to 
the railroads, and why load on the Interstate Commerce 
Commission, already over-burdened, this new, heavy 
task?” The answer ought to be obvious. It is not fair 
or economically sound to regulate one form of transport 
and allow another competing form to operate unreg- 
ulated. By no theory that could be devised could such 
a system be justified. The argument that the business 
carried by the motor trucks, for instance, is insignificant 
in comparison with the total freight tonnage moved, is 
the silliest of all. However small it may be, it is there 
and to be reckoned with, and it is growing. The smaller 
it is the less opposition there ought to be from shippers 
and others to its regulation, and the larger it becomes, 
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of course, the more necessity there is for regulation of 
motor trucks on an equal basis with the railroads. 

The same situation prevails with respect to the so- 
called “taxation” of motor carriers. It is urged that, in 
part, their roadway is paid for by the taxpayers, includ- 
ing the railroads, while their competitors, the railroads, 
must build and maintain their own roadways. To the 
extent that this is true, it is unfair and unsound. The 
taxpayers ought not to be called on, to any extent what- 
ever, to pay for the roadway used by commercial motor 
vehicles in doing business for profit in competition with 
the railroads. We do not understand how anyone can 
possibly take a different view. Of course, many of the 
states do regulate motor vehicles in commerce and some 
of them make charges for use of the roads, but they vary 
greatly in the measures employed; they cannot all be 
right; they might all be wrong. What is needed is a 
scientific study of the subject to determine just what 
should be paid and just how regulation should be equal- 
ized as between the motor vehicle and their competitors; 
and, certainly, if regulation intrastate is justified, it is 
also necessary and proper interstate. 

A third subject of much misunderstanding is inland 
waterway development and operation. Many apparently 
cannot understand why it is not proper and praise- 
worthy to develop the country’s inland waterways and, 
through them, furnish a free roadway for barges, thus 
able to cut under railroad rates. It seems to us that 
to state the question is to answer it. Why should the 
taxpayer be called on to furnish a free roadway to any 
form of transport that it may compete successfully with 
another form that must provide its own roadway? 
Those who use the waterways for profit should pay what- 
ever part of the cost of deepening and maintaining the 
channel that can be properly allocated to commercial 
use. Moreover, the government itself has no proper place 
in the transportation scheme. It is operating barges on 
the Mississippi and Warrior rivers at an arbitrary dif- 
ferential of twenty per cent under the rail rates, making 
a showing of profit because it charges itself no overhead 
—no taxes, no insurance, no cost of capital. Even the 
salary of its executive head and its Washington office 
rent are charges, not against itself, but against the War 
Department. As an additional means of transportation 
it is not needed and is justified only as it can stand on 
its own feet. As an “experiment” in showing what can 
be done in commercial operation on the inland water- 
ways, it is a joke. 

Hand in hand with all these misunderstandings goes 
the argument that, even if the competitors of the rail- 
roads have some advantage through artificial aid or sub- 
sidy, the railroads had their land grants in the early days. 
We believe those land grants were justified as the only 
means of opening an undeveloped country, but, whether 
they were justified or not, the railroads have paid and 
are paying for them in reduced rates on government 
shipments—and they are water over the dam anyhow. 
This objection belongs in the category with the other 
often heard remark that the railroads were robbers be- 
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fore the law tied their hands. But their hands are tied 
now, and we must consider things as they are now with 
a view to building and maintaining a sound, coordinateg 
system of transportation, with each agency of transport 
bearing that part of the traffic that it is best qualifieg 
to carry, under policies that are fair and equal to ajj. 
The railroads, all admit, must be sustained. They cap. 
not be sustained if they are not fairly treated. We may 
not worry especially on their account lest they be vie 
timized, but we should worry on the general account, 
because they are needed and must be permitted to fune. 
tion adequately. 





RAIL WAGE REDUCTION 


T is a matter for congratulation that the railroads 

and their unionized employes have been able to set. 
tle their wage negotiations without trouble, and settle 
them fairly. That the men accepted the ten per cent 
cut without a fight is, perhaps, proof enough that the 
cut is justified, for union labor is not easily satisfied. It 
has to be shown. The railroads were able to make their 
case and the men accepted the inevitable. Congratula- 
tions are due not only because of the relief thus afforded 
to the railroads, much in need of funds, but because the 
result shows that reason sometimes prevails and the rail- 
roads have a force of fair-minded, sensible employes. 


RULE OF MAKING RATES 


HERE is one feature of the proposed change in the 

rule for making rates by the amendment of Section 
15a that seems to have been overlooked. 

As we understand the decision of the Supreme Court 
of the United States in Wisconsin Railroad Commission 
vs. C. B. & Q. R. R., the power of the Interstate Com- 
merce Commission to require statewide readjustments 
of intrastate rates so as to make them conform to what 
the Commission decides to be the correct level for the 
interstate rates, depends, in substantial measure, on the 
provisions of section 15a. 

When we examine the opinion in that case, we find 
that the court first considered the question in the light 
of the prior provisions of the act and the prior decisions 
of the Supreme Court sustaining exercise of power simi: 
lar to that in the famous Shreveport case, but the court 
concluded this discussion by saying: 

We cannot sustain the sweep of the order in this case on 
the showing of discriminations against persons or places alone. 

The court then proceeded to discuss the mandatory 
provisions of sections 13 and 15a and, on this basis, jus 
tified what the Commission had done. Note in particular 
this statement: 


When we turn to paragraph 4, Section 13, however, and 
find the Commission for the first time vested with a direct power 
to remove “any undue, unreasonable, or unjust discriminatiot 
against interstate or foreign commerce,” it is impossible t 
escape the dovetail relation between that provision and the 
purpose of section 15a. 


There is a serious chance that, if the provisions of 


section 15a are substantially changed, doubt will be 
(Continued on page 272) 
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Current Topics in 
Washington 





It will be strange if this Congress 
folds its hands in death without mak- 
ing a further revision of the industrial 
confession or commercial creed. Un- 
restrained competition seems as 
definitely on its way out of it as 
hand work—and for much the same reason—too expensive. 

With nearly all the members of the recent merchant marine 
enference asking for the regulation of intercoastal shipping, 
if not all coastwise commerce, destructive competition in that 
phase of commercial life seems doomed. 

Death sentence was passed on unrestricted competition 
among the railroads when, in 1887, Congress passed the act to 
regulate commerce. Provision for final execution of it was made 
in 1920, when the Commission was authorized to set aside the 
antitrust laws in the matter of consolidations and mergers and 
the power was given to it to establish minimum rates. 

But regulation for coastwise shipping is not the only thing 
before Congress calling for the curbing instead of the promo- 
tion of competition. 

Senators Walsh, of Massachusetts, and Nye, of North 
Dakota, have introduced bills that, if passed, will empower the 
Federal Trade Commission to set aside the anti-trust laws 
commanding unbridled competition by means of approvals of 
agreements among members of an industry intended to prevent 
overproduction. It is to grant approvals, in advance, of agree- 
ments curtailing production whenever, in its judgment, such 
agreements, made in trade practice conferences under the trade 
body’s auspices, would be in the public interest. The Walsh 
measure makes the orders of the trade body self-executing; 
that is, it provides a penalty for failure to obey orders. The 
Interstate Commerce Commission has such power. The trade 
commission, before its orders can be enforced, must persuade 
the Attorney-General to apply to a court for an order imparting 
life to its impotent mandates. Inasmuch as there is publicity 
for the Attorney General when he brings an anti-trust suit 
against a large business, the head of the Department of Justice 
has been regarded as not one of the most willing assistants to 
the Federal Trade Commission that could be imagined. 

The idea of Senator Nye, one of the so-called progressives, 
fathering a measure of that sort seems almost incredible. But 
he thinks that, under the legislation proposed by him, he can 
reach the chain store, which, to him, is a real octopus, even 
if there are some 4,000 chain store systems all in active compe- 
tition with each other. Senator Nye thinks the change he pro- 
poses, if made, would be so great that there would be need of 
a Federal Trade Court with a judge in each of the judicial 
circuits, with an extra judge in the two big circuits and a chief 
justice, to handle litigation arising out of orders of the Federal 
Trade Commission. The court would organize itself into four 
appellate divisions to hear appeals from the single judge courts. 
Review by the Supreme Court would be by certiorari, there 
being no right of appeal. 


America’s Commercial 
Creed Due for 


More Revision 





This igs about the day the most 
restless of ground-hogs pulls open his 
eyes to judge whether he should get 
up or turn over for more sleep. This 
is the word of science, as embodied 
' in a bulletin of the Department of 
Agriculture prepared by Arthur H. Howell, of the Bureau of 
Biological Survey. The earliest riser, known among the wise 
ones, came out of his burrow in North Carolina February 7, 
Which will be tomorrow. 

In this way the ones who think they know are trying to 
demolish What they call the ground-hog superstition. They will 
hot, if they can help it, give him his popular name. He is a 
Marmot, cousin of the little rascal in Manchuria or thereabouts 
Who harbors the flea that carries the bubonic plague germ. 

Because his name is ground-hog, Mr. Howell thinks the 
sy enim originated in the southern states. His thought is 
that inasmuch as Mr. Marmot is called ground-hog, the origin 
“oy have been among the colored folk in the southern states. 
be the north, he says, his name is woodchuck. That may all 
€ true, but in northern Ohio, which is far from a southern 


Ground-Hog Lore Is 
Lore But Nothing 
More, Say Wise Ones 
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territory, for more years than Mr. Howell has lived, Mr. Wood- 
chuck has also been called ground-hog. That is true even in 
the western reserve of Connecticut, the part of Ohio that was 
once purely Yankee. The name may have been carried into 
the Yankee part of Ohio from the Virginia military reserve 
which lies to the south of the Connecticut reserve, the two 
being separated by the strip of Hesse-Darmstadtters along the 
Fort Wayne route of the Pennsylvania. However, it is possible 
that the Ohio Hessians, having trees to cut down and farms 
to establish, were not careful in transferring the name ground- 
hog from the Virginia reserve to the Yankee English of Ohio. 
The latter should have remembered that their ancestors in 
England had a tradition that the hedge hog appeared on Febru- 
ary 2 to perform for them the weather forecasting that the 
careless folk in the south are supposed to have attributed to 
the American marmot, variously called “sniffleur” in eastern 
Canada, “wenusk” in central Canada, “moonack” in southern 
Virginia, “wejack” by certain Indians, not definitely identified 
by Mr. Howell. He thinks woodchuck is a corruption of “we- 
jack.” But, regardless of his many names, the marmot is 
even less reliable, as a weather forecaster, according to Mr.. 
Howell, than the prophet with a goose bone. 





A real study for true psychologists 
is suggested by the discovery, by an in- 
dignant newspaper reporter, that Secre- 
tary Lamont has a private elevator in 
the $17,500,000 Department of Commerce 
building, the out-of-pocket labor cost of 
operating and guarding of which is $6.35 a day. The elevator 
is in one of the buildings Congress provided for when it went 
on a spending spree akin to the spending of $45 for ham and 
eggs by the miner, who, when he struck it rich, could think of 
no other way to get rid of some of his money. 

The reporter got into the elevator when the guard was not 
looking. But he was thrown out, the guard telling him it was 
a private elevator. While his ire was still up he calculated the 
cost of the woman operator and the male guard at $6.35 a day. 

A real psychologist ought to be able to find out how it comes 
that public servants frequently figure that they rate such 
luxuries. Of course, Secretary Lamont is probably not respon- 
sible. Herbert Hoover, when he was Secretary of Commerce, 
may not have known about it. But some public servant planned 
it and got his plan approved by somebody. It is not a Topsy 
that “jest growed.” Those somebodies had the idea that the 
Secretary of Commerce rated such a luxury. The psychologist 
should be able to tell a misery ridden people who are paying 
for it, “how come.” 


Official Luxury 
Disclosed at an 
Unpropitious Time 





In the course of talk among the mem- 


What Did bers of the American Short Line Railroad 
the Stor Association there was considerable about 
e y what had been done and what could be done 


if the members would only concentrate now 
on striking for repeal of the recapture part 
of section 15a and some other things. Two delegates were 
moved to illustrate their points, it was supposed, by telling 
Uncle Joe Cannon stories. 

The first had to do with a bibulous Illinoisan who went to 
political conventions and remained until there was no more 
liquor. On his way home a huge snake raised his head and 
spat at the brimful citizen. 

“Strike, durn ye,” said the devotee of the flowing bowl; 
“you'll never find me in better condition.” 

The other concerned the new hand hired by a farmer. The 
order of business for the new hand was to arise at 4 o’clock, 
do the chores, and then come to breakfast. The hand appeared 
at the breakfast table and the farmer interviewed him. Yes, 
said the hand, he. had fed the cows with hay; also the horses. 

“And did you feed the geese?” asked the farmer. He was 
assured that they also had received a ration of hay. The farmer 
was taken aback. 

“And did the geese eat the hay?” he asked. 

“Well, not while I was looking at them. But they were 
talking about it.” 


Tellers Mean? 





At this time it may look as if China were 


China a doomed to follow Egypt, Persia, Greece, and 
Lena Tine Rome, not to mention earlier ones of great 

g reputation, into the discard of history, and do 
in Crashing it shortly. Of course, China tumbled when the 


Manchus came down from the north and set up 
as rulers in Keking, or Pekin, but now definitely Peiping, one 
of earth’s discarded capitals such as Leningrad and Istanbul. 
When the Manchu dynasty lost its job, though it had become 
more Chinese than China itself, the new Chinese rulers de- 
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parted into the heart of China, casting off Peking and queues 
to signify that they were all-Chinese again. 

Japan’s efforts remind one of the efforts of Norman kings 
of England to make themselves rulers of France to which they 
had dynastic claims about as good as the Normans had to the 
crown of Saxon England. The Japanese royal family, of course, 
does not make dynastic claims. The world would laugh if it did. 
However, the efforts to subjugate China remind one of the 
efforts of the Norman kings. 

Within the memory of men living, Japan has been deprived 
of the fruits of her military victory over China in 1894 and 
of the spoils of her defeat of Russia ten years later by the 
world powers, being led in 1904 by Theodore Roosevelt. In 
1900 the great powers seemed to have a plan for dividing China 
among themselves. America then stepped in, in the person 
of John Hay, one of the greatest secretaries of state. He com- 
mitted this country, as nearly as he could, to the proposition 
that the United States stood for the territorial integrity and 
administrative entity of China. That was in support of the 
open door policy providing equal trade opportunities for the 
United States notwithstanding the “spheres of influence” policy 
of Europe, which resulted in alloting a considerable part of 
Shantung, including the grave of Confucius, to Germany. In 
the late war the allies assigned to Japan the task of ousting 
Germany, thereby, by implication, alloting her some of the 
spoils—if she could accomplish her task. 

Now the powers have gone through the motions of having 
another agreement among themselves to the effect that China 
and Japan must not fight any more but withdraw their fighting 
men from contact with each other. Perhaps that means that 
Japan will again have her suspected aims frustrated. James 
Hamilton Lewis has an idea that Russia and Japan will become 
allies against the United States, with Japan to take “compensa- 
tion” for her exertions in behalf of “civilization” by taking 
the Philippines while Russia will obtain hers by taking back 
Russian America, commonly called Alaska. 

Whereupon, many have had a recurrence of the chills they 
had when Harding agreed to scrap the new part of the finest 
navy in the world so we would not be so far ahead of all others. 
—A. E. H. 


RULE OF MAKING RATES 
(Continued from page 270) 


created as to the authority of the Interstate Commerce 
Commission to make intrastate rate levels conform to 
interstate levels. This may or may not be an explana- 
tion of the insistence by the state commissions that sec- 
tion 15a be repealed. They have always chafed under 
the power which the Interstate Commerce Commission 
now has to make intrastate rates conform to what it 
thinks the proper interstate level. 

It seems to us important to the commerce of the 
country that the power of the Interstate Commerce Com- 
mission to see that reasonable returns are earned by the 
railroads should not be jeopardized by the individual 
policies of state commissions. 


OUST RECAPTURE 


(By Thomas F. Woodlock, in The Wall Street Journal) 


It is devoutly to be hoped that Congress will heed the 
unanimous request of the Interstate Commerce Commission that 
“recapture” be excised from the law, bag and baggage, forward 
and backwards, practice and principle, for there never was any 
good reason for its insertion in the law. It was as plain a 
case of principle sacrificed to expediency as one could expect 
to find, and as always happens in such sacrifice, expediency 
was dearly bought. Paragraphs (5) to (17) of Section 15A of 
the Act were the fatal flaw in what was otherwise a remarkably 
good piece of remedial legislation. One has but to compare, 
for example, paragraph (2) of that Section, which laid down 
the rule of ratemaking, with paragraph (5), which purported 
to lay down the “principle” of recapture, to see that the situa- 
tion described in paragraph (5) was not that described in 
paragraph (2). Paragraph (2) contemplated in substance an 
“average” fair return on the property of the carriers composing 
the group, while paragraph (5) was predicated upon a “mini- 
mum” fair return for each carrier in the group. A plain incon- 
sistency—as this writer pointed out nearly 18 months ago in 
these columns. 

Nor did inconsistency stop here. 





In the Dayton & Goose 
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Creek case, the Supreme Court of the United States, gpeq), 
through ‘Chief Justice Taft, upheld the constitutionality. 
these clauses and endeavored to defend the “principle” yj; 
they exemplified. The Court’s reasoning amounted to laviy 
down the principle that a railroad carrier could make ap “ny 
reasonable profit” from “reasonable” rates and that the g0ve 
ment could properly lay claim to the “excess” profit. No » 
has yet pointed out the basis for this extraordinary piec , 
reasoning nor why the railroad carrier should be permitteg , 
retain one-half of the “unreasonable” profit thus mage. 

would have been understandable if the Court had satis, 
itself with sustaining the power of the government to “my, 
in” on railroad profits over a given rate of return on Propert 
but it is not understandable that the exercise of this power mg 
be based upon any fundamental principle of equity, anq 4 
attempt of the Court to show such a principle was logicai 
defective, in that it begged the question, that is, asserted why 
had to be proved—as this writer pointed out nearly 18 mony 
ago in these columns. 

Injured principle has revenged itself handsomely upon j 
violators. The “valuation” controversy has from the beginnis 
derived its importance entirely from attempted “recaptuy 
of earnings. It is doubtful that, but for this it would hay 
engendered anything like the acute interest or caused 4 
enormous waste of time and money by Commission and carries 
that have marked its history in the past 17 years. Had it bey 
merely a question of “valuation for ratemaking” it is safe ty 
say that there would have been far less excitement, far le 
litigation, and far less cost, and the Commission would hay 
been spared the rebuke administered to it in the O’Fallon cag 
The whole business has ended in complete failure and pra 
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tically everyone concerned now agrees that the only sensibk ae 

thing to do is to drop it and forget it—if it can be forgotte, sme ™U® 

It is, as The Wall Street Journal aptly termed it in a recent Re 
sa 


editorial, one of those “homing buzzards” which are now gather 
ing in our hen-roost, awaiting the inevitable axe. 

With recapture out of the law it would matter compa 
atively little within reasonable limits what kind of “rate base’ 


reversi 
in the 
prior f 


be adopted for ratemaking pure and simple. As things stand Cc 
nowadays, and as the future now appears, probably not mud with t 
harm will result to anyone by establishment of “investment” — 
as ratebase, meaning by “investment” the rule proposed ing JU 
Commissioner Eastman’s statement to Congress reporting the believ: 
Commission’s opinion on recapture. This will give opportunityym "tes 
for the “prudent investor” brotherhood to “express itself” with carrie 
no particular damage to anyone, especially in view of present{m ‘eat 
price trends. And while upon the subject of amending the lav, tend | 
it may be noted that there is much merit in the suggestion im. C 
Examiner Bartel that the right of the shipper to route trafic jority 
be restricted. The law has been construed too liberally thug '°* | 
far, and it would be wise to restrict the shipper’s right to that. C 
of choice between available through routes over which joint (™ ™ th 
rates applied. There has been far too much circuitous routing agg 
of freight under shippers’ orders, quite apart from litigation He s 
resulting from those orders. ol 


It is hardly to be expected that Congress will find time for 
comprehensive railroad legislation at this session, but it would 
be easy to accomplish the demise of recapture by a simple | 
repeal of paragraphs (5) to (17) of Section 15A, and there is 
no reason why this should await other and less important 


changes in and additions to the Act. This particular “buzzari’ — 
might as well be decapitated now as later. pose 
soutl 

CHICAGO TRAFFIC COUNCIL they 

At the monthly meeting of the Industrial Traffic Council & vant 


of the Chicago Association of Commerce, February 3, a motion dice 


was adopted that the organization oppose the recommendation orde 
to limit the right of the shipper to route his freight, contained rate 
in the report of Director Bartel in docket 22455, the Commis 

sion’s investigation into practices of the carriers with respec! B® ton; 


to reciprocity in purchases. grot 
Considerable time was given to a discussion of the report emk 
of Examiner Flynn in docket 23400, coordination of motor tral and 
portation. The report of the highway committee, which was Kar 
adopted, recommended that the council oppose the report, er not 
cept in so far as the recommendations in it were intended to the; 
provide for safety and reliability of highway service. It was sou 
specifically stated that the organization should go no further had 
in approving regulation of highway services than was done by add 
the National Industrial Traffic League at its last annual meetiné. and 
The report of the legislative committee recommended that Bu 
the organization go on record as favoring elimination of the 
recapture feature of section 15a of the transportation act. The the 
report was adopted. : iss 
It was also decided that the council should take no pos ref 
tion in the hearing set for March 11, at Chicago, on revisiol 
of tolerance rules applying to shipments of coal. Any testimoty the 
in the proceeding is left to individual members, under the sa) 
motion adopted. 



























Otten, 
recent 
ather. 


Mm par: 
base” 
Stand 
much 
nent” 
din 
y the 
unity 
with 
sent 












law, 
in of 
rafiic 
thus 
that 
joint 
ting 
tion 


for 
yuld 
ple 
2 is 
ant 
ni” 


cil 
on 
on 


Ig 
ct 



















ebruary 6, 1932 


PLASTER FROM INTERIOR MILLS 


The Commission, in No. 18693, Standard Gypsum Co. vs. 
Union Pacific et al., No. 18909, Pacific Portland Cement Co. Con- 
glidated vs. Western Pacific et al., No. 16339, Three Forks Port- 
nd Cement Co. vs. Cc. M. St. P. & P. et al., and No. 19311, 
standard Gypsum Co. vs. Southern Pacific et al., has found not 
wreasonably low or unduly preferential, the rates on plaster 
from interior mills in Utah, Montana, Wyoming and Nevada to 
seattle, Wash., Portland, Ore., and points intermediate thereto. 
it has therefore dismissed No. 18693 in which the rates were 
gieged to be unreasonably low and unduly preferential in com- 
parison With the rates from the complainant’s mill at Seattle, 
ash. 
P A further finding is that the rates on plaster from Gerlach, 
Nev. to Astoria, Ore., and to Vancouver, Felida, Knapp, Chehalis, 
Hoquiam, Olympia, Tacoma, Seattle, Richmond Beach, Everett, 
Longview, Bellingham, Blaine and Sumas, Wash., are unduly 
prejudicial to the complainant at Gerlach to the extent they 
exceed the rates on plaster, with like minima, in effect from 
Hanover and Heath, Mont., Gypsum and Sigurd, Utah, and Lara- 
mie, Wash. Reparation has. been denied, as, according to the 
report, no proof of actual damage had been shown. Undue 
prejudice is to be removed not later than May 2. 

Nos. 16339 and 19311 were on rehearing. The Commission 
said that the evidence introduced on rehearing did not warrant 
reversal or modification of the findings in those complaints made 
in the prior reports, 139 I. C. C. 703 and 140 I. C. C. 373. The 
prior reports, therefore, were affirmed. 

Commissioner Eastman, concurring in part, said he agreed 
with the conclusions of the majority except in so far as it was 
found that the rates attacked in No. 18693 were not unduly 
prejudicial to the Seattle plant. He said that while he did not 
believe the Commission would be warranted in compelling higher 
rates from the interior mills, he was of the opinion that if the 
carriers chose to give low rates to the interior mills they should 
treat the Seattle complainant with impartial liberality and ex- 
tend low rates to it also. 

Chairman Porter, dissenting in part, disagreed with the ma- 
jority in its finding that the rates from Gerlach to Astoria, Long- 
view and other points in Washington, were unduly prejudicial. 

Commissioner McManamy, also dissenting in part, said that, 
in the circumstances disclosed, the carriers were justified in 
making low rates and that No. 18909 should have been dismissed. 
He said that Commissioner Farrell joined in his dissenting in 
part expression. Commissioner Tate did not participate in the 
disposition of the case. 


CRUDE COTTONSEED OIL RATES 


The Commission, by division 3, in I. and S. No. 3629, cot- 
tonseed oil from southwestern points to California, in a report 
Written by Commissioner Brainerd, has found not justified pro- 
posed reduced rates on crude cottonseed oil, in tank cars, from 
southwestern territory to California points, on the ground that 
they would give undue and unreasonable preference and ad- 
vantage to a refinery at Long Beach, Calif., and unduly preju- 
dice other refiners of cottonseed oil. The schedules have been 
ordered canceled and the proceeding discontinued. Present 
rates on crude and refined oils are the same. 


With a view to obtaining a traffic estimated at about 25,000 
tons a year, the carriers proposed a rate of 60 cents from Texas 
groups and group J in New Mexico to southern California which 
embraces Long Beach, and 70 cents from Oklahoma, Louisiana 
and Arkansas groups and from group G on the Santa Fe in 
Kansas. Other rates in line with those rates were proposed, 
hot because any traffic was hoped for on them, but to bring 
them into line with the proposed rates on crude oil to the 
southern California group, in which the Procter & Gamble Co. 
had established a refinery for which it would need crude oil in 
addition to the oil it could obtain in California. Other users 
and refiners of cottonseed oil and the New Orleans Joint Traffic 
Bureau protested and obtained suspension of the tariffs. 


~ “There is no contention,” said Commissioner Brainerd, “that 

© proposed rates are less than reasonably compensatory. The 
8sue presented is that of prejudice and preference between 

refiners in the origin and destination territories.” 

, According to his recital, Procter & Gamble represented to 
€ carriers that a rate not exceeding 60 cents would be neces- 

sary to move the traffic all-rail. According to a railroad witness 
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the transportation of crude cottonseed oil by water was prac- 
ticable at a cost of about 52.5 cents, including all expenses and 
charges. The susceptibility of crude cottonseed oil to water 
movement, the availability of ships and the rail-water cost, 
said Mr. Brainerd, were matters that were vigorously contro- 
verted. But, he said, in view of the Commission’s conclusion 
he did not deem it necessary to discuss the evidence introduced 
to support the divergent views in these respects. He said the 
carriers claimed that the reduced rates were necessary to en- 
able them to obtain the all-rail haul on this traffic to the Proc- 
ter & Gamble refinery at Long Beach and prevent its diversion 
to the rail-and-water route with its lower rates. In summing 
up and disposing of the matter Commissioner Brainerd said: 


Is it unlawful under the circumstances here shown for the re- 
spondent to maintain lower rates on crude than on refined cotton- 
seed oil? Heretofore, as stated above, cottonseed oils, crude or refined, 
have, so far as we are advised, been accorded the same rates, and no 
reason is advanced here why crude should ordinarily take a lower 
rate than refined. The special justification in this instance is as- 
serted solely upon the ground of threatened water competition. 

The situation seems to be this: If the lower rates are published 
on crude the carriers may be able to secure the traffic over their all- 
rail routes, but unless the rates on refined are also reduced they will 
lose that traffic, not because it will move over the rail-water routes, 
but because it is claimed it will not move at all in competition with 
the crude products taking the lower rates. If the present rail rates 
are maintained the carriers may lose all the traffic, both crude and 
refined. If the rates on both are reduced and a parity maintained as 
at present, it is probable that the respondents will secure the crude 
traffic and also much of the refined oil now moving rail-and-water 
and all-rail. 

Competition is not an absolute defense to a charge of undue 
prejudice and preference and under the peculiar circumstances of 
this case, as pointed out herein, we are of the opinion and find that 
the schedules proposing the reduced rates on crude, if permitted to 
take effect, would subject the designated ———— refiners in 
Texas and Oklahoma to undue and unreasonable prejudice and dis- 
advantage and give an undue and unreasonable preference and ad- 
vantage to the Procter & Gamble Company in the operation of its 
designated plant at Long Beach; and that therefore the suspended 
schedules have not been justified. 


NO EXPORT APPLE-PEAR CUTS 


The Commission, by division 5, in I. and S. No. 3628. 
second supplemental order, apples and pears from Oregon and 
Washington to Portland, Tacoma and Seattle for export, has 
put an end to a commotion in rates in the Pacific northwest, 
by finding not justified proposed reduced rates on apples and 
pears, for export, via the ports mentioned, ordering the sus- 
pended schedules canceled and the proceeding discontinued. 
The condemned proposals aroused the port relationship of 
rates as between Portland, Ore., on the one hand, and Seattle 
and Tacoma, Wash., on the other. 

Truck competition in the hauling of pears and apples was 
assigned by the Oregon-Washington Railroad & Navigation 
Co. as the reason for proposing reduced rates. 

“The absence of clear and convincing proof of substantial 
and compelling competition for this traffic from motor trucks, 
we believe, justifies the inference,” says the report, “that the 
real purpose of that respondent (Oregon-Washington) in mak- 
ing the instant proposal is to effect an equalization or sub- 
stantial equalization of the rates to Portland with the rates 
to Seattle and Tacoma under which it may obtain a greater 
share of this traffic in competition with the Northern Pacific.” 

One proposal was to reduce the rates on apples and pears 
from points in the Yakima Valley in Washington to Portland, 
Ore., for export. As to that proposition the Commission found 
that the relationship between the proposed rates and the 
present rates on those commodities from the same points to 
Tacoma and Seattle, for export, would give to Portland an 
undue and unreasonable preference and advantage and subject 
Tacoma and Seattle to undue and unreasonable prejudice and 
disadvantage. 

The other proposal was to reduce rates from the Walla 
Walla Valley in Washington and Oregon to the three ports 
mentioned. As to that proposal the Commission found that the 
proposed rates to Seattle and Tacoma over some of the routes 
would violate the long and short haul part of the fourth section, 
and that the relationship between the proposed rates and the 
present rates on the same commodities from the Yakima Valley 
would give producers in the Walla Walla Valley an undue and 
unreasonable preference and advantage and subject producers 
in the Yakima Valley to undue and unreasonable prejudice and 
disadvantage. 

In support of what the Commission said was the avowed 
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primary purpose of the Oregon-Washington, that carrier said 
that it had published the reduced rates in advance of the truck 
rates with which they were intended to compete because it had 
found that unless it undertook to meet truck competition service 
actually started it was difficult to regain traffic once it had 
been lost to the trucks. It was in connection with a discussion 
of that point that the Commission made its observation as to 
its belief that equalization of ports was the object of the 
Oregon-Washington. On the point made about beating the 
trucks in the publication of such rates as these the Commission 
said: 

There is merit to the position taken by respondent Oregon-Wash- 
ington that a rail carrier should not be required to defer revision of 
its rates which it deems necessary to enable it to meet truck compe- 
tition until it can show that it has lost a substantial amount of its 
traffic to the trucks. However, when such a _ proposed revision is 
brought in question, especially where, as here, the rail rates which it 
is proposed to reduce bear a definite relationship to the rates on the 
same commodities from the same points of origin to other destina- 
tions, we think it is incumbent upon the carrier making such _ pro- 
posal to show that it has in the past transported some, at least, 
of the traffic for which it contends the trucks are competing or will 
compete. No such showing was made by respondent Oregon-Wash- 
ington here. On that point it was testified for that respondent merely 
that it has ‘‘enjoyed more or less movement of apples and pears 
for export * * * to Portland” and that it has “handled some export 
business—not a great volume— * * * through Portland.’’ When asked 
to give the amount of that traffic handled from the valley to Port- 
land in the past its witness replied that he had no figures thereon. 


ILLINOIS SAND AND GRAVEL 


The Commission, on further hearing, in No. 21939, sand, 
gravel and crushed stone from Indiana and Illinois points to 
destinations in Illinois; I. and S. No. 3093, sand, gravel and 
crushed stone from Indiana points to destinations in Illinois; 
No. 21372, Ohio & Indiana Stone Co. vs. C. C. C. & St. L. et al., 
No. 23707, Dickason Sand & Gravel Co. vs. B. & O. et al., I. and 
S. No. 3604, limestone from Mosher, Mo., to Illinois points and 
No. 24298, Montezuma Gravel Co. vs. B. & O., in a report writ- 
ten by Commissioner Lewis, has ordered a revision of the rates 
on the commodities mentioned in the territory indicated in the 
titles of the cases to be made effective not later than March 31. 
The revision order is based upon findings of unreasonableness, 
undue prejudice and undue preference. 

The cases mentioned ahead of No. 23707 were heard coop- 
eratively with the Illinois commission and those after, with the 
Indiana commission. The prior report is in 160 I. C. C. 507. 

Court proceedings, Chicago & Eastern Illinois vs. United 
States, 43 Fed. (2d) 987, made the former report ineffective. 
The court said that the Commission erred in allowing proposed 
rates, offered in compromise, to be received in evidence and 
that the right of cross examination had been improperly re- 
stricted. Therefore the order was enjoined and the Commission 
had to hold this further hearing. 

Minute directions as to how the rates shall be stated are 
shown in appendices not herein reproduced. The nature of the 
revision to be made is indicated in the head notes and the find- 
ing about rates on the C. & E. I. Illinois intrastate rates are in- 
volved but the rates prescribed by the Illinois commission prior 
to the further proceedings were in harmony with the interstate 
level prescribed by the Commission. The further proceeding 
was necessitated, in so far as they were concerned, by the er- 
rors pointed out by the federal court. 

The appendices, consisting of many pages of point to point 
rates, show in detail what the tariff makers will have to do to 
make their schedules conform with the determinations of the 
Commission. 

Commissioner Lewis’ summary of the Commission’s findings, 
contained in the head notes to the case follow: 


1. On further hearing, rates to destinations in Illinois on and 
south of the Terre Haute-St. Louis line of the Pennsylvania Railroad 
on sand, gravel, and crushed stone, in carloads, from producing points 
in Indiana, on crushed stone, in carloads, from Marquette and Cape 
Girardeau, Mo., and on chat, in carloads, from producing points in 
Missouri prescribed or approved as reasonable and non-prejudicial 
for interstate application. 

2. Intrastate rate on crushed stone, in carloads, from Thornton, 
Ill., to certain destinations in southern Illinois found unduly preferen- 
tial of the shipper of crushed stone at Thornton and unduly prejudicial 
to the shipper of gravel at Summit Grove, Ind., and to the shippers 
of crushed stone at Greencastle, Ind. Undue prejudice and undue 
preference ordered removed. 

3. Findings in prior report in Nos. 21939 and 21372 and Investiga- 
tion and Suspension Docket No. 3093, 160 I. C. C. 507, modified in part. 

4. Interstate rates on sand and gravel, in carloads, from Cayuga 
(Dickason Pit) and Montezuma, Ind., to certain destinations in cen- 
tral and southern Illinois found unreasonable. Reasonable rates pre- 
scribed for the future in Nos. 23707 and 24298. 

5. Proposed increased and reduced rates on agricultural and 
ground limestone, in carloads, from Mosher, Mo., to destinations in 
southern Illinois found not justified, and reasonable and non-prejudi- 
cial rates prescribed in lieu thereof. Proposed schedules in Investiga- 
tion and Suspension Docket No. 3604 ordered canceled. 


The finding as to the single-line intrastate rates of the 
Chicago & Eastern Illinois, around which a large part of the 
controversy revolved, follows: 
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That the intrastate single-line rate on crushed stone, in carlo 
maintained by the Chicago & Eastern Illinois from Thornton, qj 
destinations south of Mt. Vernon, Ill., to and including Marion ‘ll 
is, and for the future will be, unduly preferential of the shipper 
crushed stone at Thornton and unduly prejudicial to the ship + 
gravel at Summit Grove, Ind., and to the shippers of crusheq ston 
at Greencastle, Ind., to the extent that said rate from Thornton ; 
or may be, less than the interstate single-line rate maintaineg by 
the same carrier on gravel, in carloads, from Summit Grove and tq 
the extent that said rate from Thornton is, or may be, more tha 
14 cents lower than the interstate rate for joint-line movement in 
connection with the same carrier on crushed stone, in carloads, fro 
Greencastle, and that this undue prejudice and undue preference 
should be removed by the maintenance of the present single-line rata 
of 112 cents on said interstate traffic from Summit Grove, by tha 
establishment and maintenance of a joint rate of 126 cents on gaig 
interstate traffic from Greencastle, and by the establishment ang 
maintenance of a single-line rate of 112 cents on said intrastate 
traffic from Thornton. This is the only instance where it is neges. 
sary for us to prescribe lawful relationships between intrastate ang 
interstate rates in these proceedings as the Illinois commission js 
prescribing or suggesting other intrastate rates which are in harmony 
with the interstate rates prescribed herein. 7 


COMMISSION REPORTS 


Wheat-Product Transit 


No. 24387, Southwestern Milling Co., Inc., vs. C. B. & Q. 
et al. By division 3. Dismissed. Applicable rates, wheat, 
points in Missouri, Kansas, Montana, Wyoming, Colorado, South 
Dakota and Nebraska, milled at Kansas City, Kan., and the 
product forwarded to points east of Chicago, held to be Missis. 
sippi River crossing combinations and not combinations cop. 
structed on Chicago on the theory that Chicago was a transit 
point under the Burlington tariff interpretation of which was 
necessary in connection with demands for undercharges made 
by the carrier. Applicable rates not unreasonable. 














Sweetclover Seed 


No. 24088, Rudy-Patrick Seed Co. vs. A. T. & S. F. et al. 
and a sub-number J. G. Peppard Seed Co. vs. Same. By divi- 
sion 3. Rates, sweetclover seed, carloads, between points in 
Colorado, Kansas, Oklahoma, Missouri, Nebraska, the Dakotas 
and Minnesota on the one hand and points in Illinois, Iowa, 
Kansas, Missouri and Minnesota on the other, and points in the 
states mentioned to St. Louis, Mo., Chicago, IIl., and Peoria, 
Ill., and points taking the same rates or rates basing thereon, 
unreasonable to the extent they exceeded the contemporaneous 
class D rates. Reparation awarded. 


Acid Phosphate 


No. 23862, International Agricultural Corporation vs. L. & 
N. et al. By division 3. Rates, acid phosphate, Wales, Tenn, 
to Buffalo, N. Y., to the extent they exceeded or may exceed 
the basis suggested as reasonable for fertilizer and materials for 
like distances between points north and south of the Ohio River 
in Fertilizer and Fertilizer Materials, 151 I. C. C. 613, known 
as the Interterritorial case. Reparation awarded. New rates to 
be effective not later than May 2. 


Wheat and Mill Feed 


No. 23617, Bowersock Mills & Power Co. vs. A. T. & S.F. 
By the Commission. Rates, wheat, points in Kansas, Oklahoma, 
Texas and Colorado, Kan., there milled in transit and reshipped 
as mill feed, points in Kansas, Missouri, Illinois and Iowa, in 
straight or mixed carloads, inapplicable to the extent that the 
factors from origins to Kansas City, Mo., exceeded the con: 
temporaneous rates on corn. Reparation awarded. Commis 
sioner Farrell with whom Commissioner Brainerd joined, dis 
sented from the interpretation of tariffs involved in this case 
and invited attention to his dissent in Larabee Flour Mills 
Corporation vs. A. T. & 8S. F., 168 I. C. C. 335. Commissioner 
Mahaffie also dissented and expressed the opinion that the com 
plaint should have been dismissed. 


Automobiles 


Fourth section application No. 14408, automobiles and 
chassis to Des Moines, Ia., and intermediate points. By division 
2. Relief granted to the Illinois Central and the Fort Dodse. 
Des Moines & Southern, on the traffic mentioned, from Chicaé°. 
Ill, Auburn, Elkhart, Ft. Wayne and South Bend, Ind., Cleveland 
and Toledo, O., and Alma, Cadillac, Detroit, Flint, Grand 
Rapids, Lansing and Pontiac, Mich., to Kelley, Ames, Huxley, 
Alleman, Ankeny and Des Moines, Ia., points on the Fort Dodge 
Railroad, in fourth section order No. 10843, over the longer roule 
of the applicants, subject to the usual limitations, circuity being 
limited to 50 per cent. 

Excelsior 


No. 22972, Boston Excelsior Co. vs. A. C. L. et al. BY 
division 2. Rates, excelsior, Petersburg, Va., to destinations 
in Delaware, Maryland, New Jersey, Pennsylvania and Ne¥ 
York, not uireasonable in the past but unreasonable for the 
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pire to the extent they may exceed 32.5 per cent of the first 

rates established in Eastern Class Rate Investigation, 
11 C. C. 314; and unduly prejudicial to the extent they may 
ip less favorably related to the rates on like traffic from Ash- 
yod, Doswell, Ruther Glen, Penola and Frederickburg, Va., to 
the same destinations that would result from the application of 
nes on the basis of 32.5 per cent of the first class rates. 
Commissioner Aitchison noted a dissent. New rates to be effec- 
tive not later than May 2. 

Bituminous Coal 


No. 21509, L. V. Austerschmidt et al. vs. Alton & Eastern 
said ¢ al. By division 4. Rates, bituminous coal, mines in Illinois 
andi») st. Charles, Mo., unreasonable in the past, to the extent 
they exceeded $1.51 from the southern Illinois group, $1.475 from 
andl the Murphysboro group, $1.36 from the DuQuoin and Centralia 
n is goups, and $1.285 from the Springfield and Belleville groups. 
™" Present rates not unreasonable. Reparation awarded. Com- 
nissioner Mahaffie, dissenting, said that, in his opinion, the 
record did not warrant a finding of unreasonableness. 
Fruit Wrapping Paper 
No. 23799, California Fruit Wrapping Mills, Inc., vs. Great 
Q. mm Northern et al. By division 4. Rates, fruit wrapping paper, 
sat arloads, Pomona, Calif., to destinations in Oregon and Wash- 
uth agton, not unreasqnable but unduly prejudicial to the complain- 
the ant and unduly preferential of its competitors in Oregon and 
sis. ME Washington to the extent they exceed or may exceed contem- 
on™ poraneous rates on like traffic for like distances, origins on 
sity defendants’ lines in Oregon and Washington to destinations on 
a3 qq defendants’ lines in California. Reparation denied. Undue pref- 
de erence to be removed not later than May 3. 
Vinegar 
No. 22488, Memphis Freight Bureau, for Burgie Vinegar Co. 
vw. LL. & N. et al. By division 3. Dismissed. Rates, vinegar, 


al Memphis, Tenn., to destinations in Tennessee and Alabama, not 
Yt Mj wreasonable or otherwise unlawful. 


as Canned Fruits and Vegetables 


va, No. 21122, Stokely Brothers & Co. vs. A. & R. et al. By 
he division 2. Dismissed. Rates, canned fruits and vegetables, 
ia, ™ including catsup, sauerkraut, and sauerkraut juice, Newport, 


n, M™ Sevierville, and Tellico Plains, Tenn., to destinations in the 
us ™ Carolinas, not unreasonable. 
Hay Transit 


No. 18884, Nashville Grain Exchange vs. L. & N. et al. By 
é division 38. Supplemental report. Upon further consideration 
 @ ders requiring establishment and maintenance of transit ar- 
jm “ngements at Nashville, Tenn., hay, points in central territory 
and Kansas City, Mo., to destinations in the south, vacated and 
set aside, the transit privilege not being used by anyone. For- 
mer reports, 144 I. C. C. 667 and 153 I. C..C. 19. 


0 Bituminous Coal 

Fourth Section Applications Nos. 14242, 14247, and 14334, 
coal and coal briquettes to southern territory. By division 2. 
Applicants authorized, in fourth section order No. 10844, to es- 
tablish and maintain rates, coal and coal briquettes, mines in 
Alabama, Georgia, Kentucky, Tennessee, and Virginia to desti- 
nations in Alabama, Georgia, the Carolinas, Tennessee, and 
northern Florida, on the basis set forth in the application and 
to maintain higher rates at intermediate points subject to the 


ped combination and varying percentage limitations as to 
reuity. 


yr 
T 


S- &— ae ss” 


Potatoes 


__No. 24460, D. E. Ryan Co. vs. N. Y. C. & St. L. et al. By 
division 5. Charges, carload of potatoes, Pease, Minn., to Nash- 
Ville, Tenn., inapplicable. Applicable charges, $266, on a rate of 
71 cents, not unreasonable. Reparation of $11.70 awarded. 


Chloride of Lime 


a 24124, Karaston Rug Mills et al. vs. N. Y. C. et al. By 
“ta 3. Dismissed. Rate, chloride of lime, Niagara Falls, 
N. Y., to Leaksville, N. C., not unreasonable. 
Crushed Stone, Etc. 

" No. 23626, Alabama Marble Co. vs. L. & N. By division 4. 
a. by Commissioner Eastman. Rates, crushed stone or 
role terrazzo material, Gantt’s Quarry, Ala., to destinations 
2 Texas and other southwestern states unreasonable, unduly 
on and unduly preferential in relation to rates from 

Itestone, Ga., to the extent they exceed or may exceed 12 
nl _ of the corresponding first class rates, minimum 60,000 
at was Undue preference for competitors of the complainant, 
ios —, to be removed by the establishment of rates 
April ry two points on the same relative basis, not later than 
said . An emergency charge of 12 cents a net ton, the report 

» Might be added to the new rates as authorized in the 
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Fifteen Per Cent Case, 1931, 79 I. C. C. 215. Commissioner 
Mahaffie, in a separate expression said he agreed with the find- 
ing of undue prejudice but said he thought the rates prescribed 
should not have been lower than 15 per cent of first class. 


Asparagus Reparation 

No. 14597, South Carolina Asparagus*Growers’ Association 
vs. Southern et al. Supplemental report by the Commission. 
Report by Commissioner Brainerd. Upon further hearing, found 
that the complainant has failed to prove its right, under prior 
findings, 96 I. C. C. 107, 107 I. C. C. 618, and 151 I. C. C. 5, to 
an award on shipments embraced in claims Nos. 1, 5, 8 and 9, 
the evidence lacking in a showing as to the members of the 
association, or that the association acted for the shippers or 
that it was damaged by exaction of excessive charges. Repara- 
tion denied. 


PETALUMA & SANTA ROSA CONTROL 


The Commission, by division 4, in Finance No. 8917, Peta- 
luma & Santa Rosa Railroad Co. control, has authorized the 
Northwestern Pacific to acquire control of the P. & S. R., by 
the purchase of all its outstanding capital stock at $90 a 
share, accrued dividends and 4 per cent interest from Novem- 
ber 15, 1927. The stock is now in escrow, having been bought 
by a trust company acting for the Southern Pacific and Santa Fe. 
The stock will cost the applicant $747,630. The Petaluma, accord- 
ing to the report, has been earning enough in the last five 
years to pay 11.78 per cent on the purchase price. 

Permission to acquire is subject to the condition, proposed 
by the applicant, that it maintain existing through routes and 
joint rates between it and the Western Pacific. The latter in- 
tervened to protect its interest in the through route and joint 
rate arrangements. It contended that an agreement not to 
close existing through routes, as proposed by the applicant, 
was not enough to protect it because additional rates were 
continually being published on commodities not now moving 
and changes in rates were being constantly made. Therefore 
it argued that unless restrained those in control of the policies 
of the Petaluma might refuse to permit the establishment of 
like changes over the Western Pacific. The condition proposed 
by the Petaluma, the report said, seemed to be in accord with 
precedents established by the Commission in other cases. 

The Commission expressed the opinion that it was not 
necessary for the Petaluma to obtain permission to continue 
to operate the boats and barges used by it to bring its traffic 
into San Francisco. The Western Pacific urged that permission 
to continue use of the boats was necessary. ‘ 

The Petaluma extends northward from the north shore of 
San Francisco Bay, about 300 miles to Eureka, Calif. 

The applicant, Northwestern Pacific, is controlled by the 
Southern Pacific, through stock ownership, under authority 
granted in Control of Northwestern Pacific, 150 I. C. C. 119. 

Built in 1904, primarily to handle suburban passenger busi- 
ness, the Petaluma, according to the report, was constrained, by 
the competition of automobiles, to become a freight carrying 
line in the rich agricultural districts through which it operated. 
Its most important connections, according to the report, are 
those with the Northwestern Pacific, competing with that line 
a little on local business. Its most important function, however, 
according to the report, is gathering and switching freight for 
the Northwestern Pacific. 

The Santa Fe assigned its interest in the stock of the 
Petaluma to the Southern Pacific in 1929 and received $365,120 
for its interest. 


A. C. L. ABANDONMENT 


The Commission, by division 4, in Finance No. 8754, Atlantic 
Coast Line abandonment, has authorized the carrier mentioned 
to abandon a branch, a little more than three miles long, in 
Dinwiddie county, Va., extending from Petersburg nearly to the 
main line of the N. & W. Directors of the Central State Hos- 
pital opposed the abandonment and the Virginia commission, 
which heard the testimony, recommended that the application 
be denied and that the applicant, with a view to having the 
branch kept in service, be permitted to make a charge on each 
car handled in addition to the regular rates applicable on the 
commodities in the car. 


P. & W. V. NOTES 


In a second supplemental order in Finance No. 8641, Pitts- 
burgh & West Virginia Railway Co. notes, the Commission, by 
division 4, has authorized the carrier to issue $2,100,000 of 
promissory notes bearing not more than 6 per cent interest in 
renewal of a like amount of 4% per cent notes, and to renew 
or extend such renewal notes from time to time, the last re- 
newal to mature not later than January 30, 1934. 
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CHICAGO SWITCHING RATES 


In line with an announcement made at the conference on 
procedure to be followed in the reopened hearing in Docket 
19610, switching rates in the Chicago switching district, held 
at Chicago, January 25 (see Traffic World, Jan. 30, p. 244), a 
group of Chicago shfppers, including complainants and inter- 
veners in Docket 24950, through their attorneys, Walter Burch- 
more and Belnap, have formally petitioned the Commission to 
require the carriers to make a new study of the cost of 
handling traffic in the district. The motion asks that the study 
include all lines in the district and that it be for a “represent- 
ative period of one month, or whatever period the Commission 
may regard as proper.” 

Reasonableness of the rates prescribed by the Commission 
for interstate traffic, which took effect December 10, will cer- 
tainly be attacked in the reopened hearing, it is asserted. The 
Commission’s decision, it is said, was predicated almost entirely 
on the results of a previous cost study. That study, says the 
request, is defective in the following respects: 


(a) The fifteen railroads participating in the cost study are not 
representative of the transportation situation throughout the Chicago 
switching district. 

(b) The period selected for the cost study by the respondents 
is not representative. 

(c) The assignment of elements of service to each route was 
not based on any test of actual movement. 

(d) The Saur-Coverston formula as applied for the determina- 
tion of switching costs is defective, particularly as used in the de- 
termination of engine-hour and car detention costs. 

(e) The application of costs determined in varying periods of a 
single week of 1927 to the movement of cars disclosed in the traffic 
test for the month of September, 1926, is not a proper method for 
determining representative costs for switching in the Chicago district. 

(f) The testimony as to cost relates wholly to a period not later 
— 25, 1927, and the hearing was concluded on September 

1, 


Maintaining that the fifteen railroads participating in the 
original study are not representative of the transportation situa- 
tion in the district, as presented by the thirty-five lines serving 
it, the document filed with the Commission discusses in detail 
each of the points on which it is held the former study was 
inadequate, and adds the following: 


This Commission in many cases, and the Supreme Court in its 
decisions, has recognized the need for patient, careful, and thorough 
consideration of all the facts in cases involving the exercise by this 
Commission of the authority granted by section 13 of the interstate 
commerce act. The present case was reopened solely upon the 
question of whether the relation of the rates and charges for switch- 
ing in intrastate commerce to the rates prescribed for like switching 
in interstate commerce is in violation of section 13 of the interstate 
comhmerce act. Both the Public Service Commission of Indiana and the 
Illinois Commerce Commission have specifically found upon the evi- 
dence now of record in these proceedings that the cost study does not 
warrant any increase in rates in effect within their respective jurisdic- 
tions in the Chicago switching district. Both these commissions pointed 
out the lack of representative character of the cost study as to car- 
riers and as to the time embraced in the study. Only by a new and 
thorough cost study can the record be made complete and sufficient 
for the exercise of the important power which this Commission pos- 
sesses. All of the circumstances connected with this case require a 
new and thorough cost study. 


COMMISSION ORDERS 


No. 22268, Tri-State Traffic Co. vs. I. C. et al. Order which was 
by its terms made effective on or before February 29, 1932, is post- 
poned indefinitely. 

No. 24847, Chicago Live Stock Exchange vs. A. T. & S. F. et al. 
Board of Railroad Commissioners of State of South Dakota permitted 
to intervene. 

No. 22536, John S. Moon Co., Inc., vs. S. A. L. et al., and No. 
22602 (and Sub. 1), Bluefield Produce & Provision Co. vs. N. & W. 
et al. Order which was by its terms made effective on or before 
February 29, 1932, postponed indefinitely. 

No. 23157, Smoot Sand & Gravel Corporation vs. B. & O. et al. 
Motion of North American Cement Corporation, intervener, for re- 
consideration of our order of December 1, 1931, etc., and petition of 
Standard Lime & Stone Co. and Washington Building Lime Co., 
interveners, for rehearing and reconsideration and postponement of 
effective date of order denied. 

No. 24586, Terre Haute Paper Co. et al. vs. A. A. et al. 
Paper Mills Traffic Association permitted to intervene. 

No. 22723 (and Sub. 1), Southern Traffic Association vs. N. Y. C. 
et al. Order modified to become effective on May 6, 1932, upon not 
less than 30 days’ notice instead of March 7. 


Michigan 


No.. 24929, City of Marshall, Ill., vs. Pennsylvania et al. Coal 
Trade Association of Indiana permitted to intervene. 
Finance No. 7956, Ozark & Philpott Valley construction. Time 


prescribed in said certificate, as extended, within which the Ozark 
& Philpott Valley shall complete the construction of the line of rail- 
road therein authorized, is further extended to December 31, 1932. 

No. 17128, Taylor Produce Co. et al. vs. A. C. L. et al. and cases 
grouped therewith. Order modified to become effective on May 2, 
1932, upon not less than 30 days’ notice, instead of March 7. 

No. 23177 and Sub 1, Carolina Button Corporation vs. A. & Y. et 
al. Order modified to become effective on April 29, 1932, upon not 
less than 30 days’ notice instead of February 29. 

No. 23504, International Agricultural Corporation et al. vs. C. & 
| ar and, Ne. Beate, be me Fs ageee Agency vs. B. & O. et al. 

ern carr 
a order, Be ers for postponement of effective date 
nance No. 9083, application of Burlington-Rock Island for cer- 
tificate to abandon that part of its line of railroad extending from 
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Hillsboro to Cleburne, Tex. Cleburne Chamber of Commerce 
Cleburne, Tex., permitted to intervene. of 

No. 34180, Johnson Biscuit Co. et al. vs. A. T. & S. FP. 4 | 
Order modified to become effective on August 30, upon not less ther 
30 days’ notice instead of April 11. = 

No. 22968, Borden Southern Co. vs. N. C. & St. L. et al. Orde 
postponed to become effective on May 7, 1932, upon not less than 
30 days’ notice. . 

No. 23809 and Sub. 1, Acadia Rice Mills, Inc., et al., vs. c. R I 
& P. et al. Louisiana State Rice Milling Co., Inc., permitted ts 
intervene, , 

Finance No. 9036, application of C. G. W. for certificate to abandon 
operation of its line of railroad between Rollingstone and Altura 
Minn., etc. Arnoldy Bros., Rollingstone Co-Operative Oil Association, 
Schmidt & Speltz, and John Witzany permitted to intervene. ] 

No. 24782, Southern Kraft Corporation et al. vs. A. C. & Y. et qj 
The Illuminating Glassware Guild permitted to intervene. 7 
_ _ No. 23992, Michael Comella et al. vs. D. L. & W. et al. Procegy. 
ing reopened for further oral hearing at such time and place as Con. 
mission may hereafter direct. 

No. 23656, State of Missouri ex rel., Stratton Shartel, attorney 
general, vs. B. & O. et al. Petition, filed on behalf of defendants, fo; 
reopening, modification of order, and consolidation with No. 16323 
y or aad Milling Co. vs. Butler County et al. and related cases 

enied. 


PETITIONS FOR REHEARING, ETC. 


No. 19643, Loose-Wiles Biscuit Co. vs. Reading Co. et al. De. 
fendant, St. L.-S. F., asks modification and correction of reparation 
order of April 8, 1929, herein by eliminating certain shipments 
therefrom. ) 

No. 22968, Borden Southern Co. vs. N. C. & St. L. et al. De. 
fendants ask rehearing, reconsideration and reargument, and for post. 
ponement of effective date of Commission’s order. 

No. 23155, Certain-teed Products Corporation vs. A. & R. et al, 
1. & S. 3446, rates on plaster board between points in southern terri. 
and I. & S. 3419, rates on plaster board between points in 
Official Classification territory and from that territory to points in 
Canada. Certain-teed Products Corporation, complainant and pro- 
testant, asks rehearing therein and reopening thereof for purpose of 
taking additional testimony. 

1. & S. 3401, canned goods, carloads, from, to and between points 
in southern territory, and cases grouped therewith. Respondent and 
defendant carriers ask for modification of order. 

No. 17000, part 9, rate structure investigation, western live stock 
rates, and No. 19785, Associated Meat Co. et al. vs. T. & P. et al. 
The A. T. & S. F., L. A. & S. L., Nevada Northern, N. P., N. W. Pa- 
cific, O. S. L., O.-W. R. & N., Sacramento Northern, Pacific Electric, 
S.D. & A., S. P., S. P. & S., Tidewater Southern and Western Pacific, 
respondents operating wholly or in part in Mountain-Pacific territory, 
and, in their own behalf and in behalf of all carriers by railroad oper- 
ating, from, to and between points within Mountain-Pacific territory, 
have filed a supplemental petition for vacation of the order herein 
with respect to rates to, from and between points in Mountain- 
Pacific territory and for authority to cancel tariffs published under 
said order and to restore rates formerly existing. 

No. 17000, part 4, rate structure investigation, petroleum and 
petroleum products, and No. 18458, general petroleum investigation. 
Respondents operating within Official Classification territory ask modi- 
fication of order of November 3, 1931. 

No. 13535, Corporation Commission of Okahoma vs. A. & R. et al, 
and associated cases, and Fourth Section Orders 9500 and 9600. South- 
western lines ask for extension of date as fixed in supplemental order 
of November 2, 1931. 

No. 22876 (and Sub. 1), Federal Compress & Warehouse Co. vs. 
Cc. R. I. & P. et al., and twenty-eight cases joined therewith. C. R.1 
& P., M. P., and St. L. S. W., defendants in one or more of these 
cases, asks that petition dated January 19, seeking for reopening, 
further hearing and consolidation of same with No. 16323, Scott County 
Milling Co. et al. vs. Butler County et al. and related cases, be 
amended to include St. L.-S. F. as petitioning party. 

No. 17000, part 9, rate structure investigation, livestock, westerm 
district rates. Western trunk line carriers ask modification of order 
of June 8, 1931, so as to permit carriers to furnish return transporta- 
tion, without additional charge, or one caretaker with one carload 
shipment of livestock. 

No. 24345, Mangelsford Seed Co. vs. A. T. & S. F. et al. Defend 
ants ask reargument and reconsideration by entire Commission. 

No. 24249, Gentile Bros. Co. vs. A. C. L. et al. Complainant asks 
reconsideration on record as made. 

No. 23493, Haley-Neeley Co. et al. vs. C. & N. W. et al., and cases 
grouped therewith. Sioux City Traffic Bureau asks postponement 
of effective date, and reopening and reconsideration upon record, by 
entire Commission, of report and order of division 4, decided De- 
cember 15, 1931, and modification thereof. 7 

No. 22748, W. H. Schneider vs. A. C. L. et al., and allied cases, 
Complainants ask reopening and rehearing therein for purpose of 
presenting testimony as to payment of charges. 

No. 18194, Boston Wool Trade Association vs. A. & W. Com: 
plainants ask modification of findings and for joint commodity rates 
in a single tariff. 

No. 18761, Galveston Cotton Exchange and Board of Trade et al 
vs. A. & V. et al. Defendants ask modification of order on recon: 
sideration dated November 21, 1931. 

No. 15912, Ohio Farm Bureau Federation et al. ys. A. & W. et al., 
and associated cases. Defendants ask reopening and rehearing. 

No. 15037, Southwestern Millers’ League et al. vs. A. T. & 8. F. 
et al. Defendants ask vacation of order of July 13, 1931, as amended 
by order of August 19, 1931. : 

No. I. & S. 3552, Scrap leather (imported) from Canadian points 
to Cincinnati, O. United States lines, parties hereto, ask postpone- 
ment of effective date of order herein and modification thereof to 
enable compliance by them. 

No. 19943 (Sub. 1), North American Cement Corporation vs. 4. & 
R. et al. B. & O., one of the defendants, asks reconsideration and 
modification or clarification of Commission’s order of June 9, 1! 

No. 22968, Borden Southern Co. vs. N. C. & St. L. et al. Com 
plainant asks reconsideration. 


No. 24009, O. A. Smith Agency, Inc., vs. I. C. et al. Defendan‘s 
ask reopening and reconsideration by entire Commission. 
No. 21578, Jonesboro Freight Bureau et al. vs. L. & N. et al. Cet 


tain defendants, St. L.-S. F., St. L. S. W., and M. P., asks reopening, 
further hearing and consolidation of this case with No. 16323, Scot 
County Milling Co. vs. Butler County et al., and related cases. 


















































































Februa 
_ 


al. VS. 
Trade 
W. Jol 
vegeta 
betwe 
points 
Louisi 
gona! 
ton, 7 


highe! 
territe 
comp] 
City 
with 

had n 
ing W 
miles 
amin¢ 
tion | 
its pe 
and ] 
He si 
act 0 


tain 1 
grave 
appli 
tries 
facili 
turni 
said 

rates 
so dt 
due | 
at P 
Hous 
Tern 
nel. 


an e 
and 
Com 
vest 
prio. 
the 


riers 
and 

that 
bey« 
City 
cost 


stuc 
situ 
mer 
aid 

and 
clus 


sou 


Ap: 
Fir 
Vs. 


an 


an 
rac 
Ide 
in 








than 


ed to 


indon 
Itura, 
ation 


et al, 


Ceed- 
Com- 


ney 
3, for 
6323, 
ASES, 


De. 
ation 
ents 


De- 
D0st- 


al, 
erri- 
S in 
$ in 
pro- 
e of 


ints 
and 


tock 
t al. 


tric, 
fic, 
ory, 
per- 
ory, 
rein 
ain- 
der 


and 
ion 
odi- 


al, 
th- 
der 


vs. 


ese 
ng, 
nty 


mn 
jer 
as 
ad 


february 6, 1932 


GALVESTON-HOUSTON RATES 


Dismissal of No. 23195, Galveston Chamber of Commerce et 
al. vs. Abilene & Southern and No. 22852, Texas City Board of 
Trade vs. Same, has been recommended by Examiner Horace 
W. Johnson, on a finding that the rates on cottonseed and other 
vegetable cake, meal, oil and foots and many other commodities 
between Galveston and Texas City, Tex., on the one hand, and 
points in Texas, Oklahoma, Arkansas, Kansas, New Mexico and 
Louisiana west of the Mississippi on the other, are not unrea- 
sonable nor unduly preferential of points in the so-called Hous- 
ton, Tex., group, as alleged. 

Galveston and Texas City asked to be placed on a level no 
higher than Houston and its group from and to southwestern 
territory. Houston interests intervened in opposition to the 
complaint. On brief, the examiner said, Galveston and Texas 
City advised the Commission, that, in order to be consistent 
with prior requests made in other proceedings before it they 
had modified their prayer and asked only equalization or group- 
ing With Port Houston at all points in the southwest beyond 50 
niles of Houston instead of complete equalization. The ex- 
aminer said that the complainants sought relief pursuant to sec- 
tion 500 of the transportation act in which Congress declared 
its policy to be to promote water transportation and to foster 
and preserve in full vigor both rail and water transportation. 
He said they also referred to section 8 of the merchant marine 
act of 1920 as a basis for the relief sought. 

No serious attempt, the examiner said, was made to sus- 
tain the contention that the rates were unreasonable. The real 
gravamen of the complaints, he said, was directed toward the 
application of the Houston proper rates to facilities and indus- 
tries located along the Houston ship channel; that is, to points, 
facilities and industries in the neighborhood of and below the 
turning basin in the city of Houston. Complainants contended, 
said he, that the carriers had voluntarily extended the Houston 
rates to these facilities and industries and that their action in 
so doing was the basis for the charge of discrimination and un- 
due prejudice. Prior to the development of a deep water port 
at Port Houston, the examiner said, the switching limits at 
Houston did not extend beyond the line of the Houston Belt & 
Terminal Co. just west of the turning basin in the ship chan- 
nel. Now all the facilities along the ship channel are included. 

Port equalization, the complainants undertook to show, was 

an established policy of the carriers. Similar rate comparisons 
and contentions, the examiner said, were made in Galveston 
Commercial Association vs. A. & S., 109 I. C. C. 114, and Gal- 
veston Chamber of Commerce vs. A. & S., 142 I. C. C. 23, two 
prior equalization efforts, according to the examiner, in which 
the Commissioner denied the prayer. 
_ Complainants contended, said Johnson, that it cost the car- 
ners no more to originate and transport traffic from Galveston 
and Texas City than from Port Houston to common destinations, 
that is, Houston train yards and Alvin, Tex.; and that the cost 
beyond Houston train yards and Alvin on the Galveston, Texas 
City and Port Houston loads was the same. Both sides put in 
cost studies. Johnson pointed out infirmities in those studies. 
He believed he had said enough about the infirmities in both 
studies to indicate that costs, actual or relative, in a terminal 
Situation of this character, could not be reliably determined 
merely on the basis of estimates and assumptions without the 
aid of actual tests and studies to ascertain the essential facts 
and that in the absence of these the results were neither con- 
clusive nor persuasive of the costs they purported to show. 


PROPOSED BRICK ADJUSTMENT 


A rate adjustment on brick and related articles in parts of 
southwestern and mountain-Pacific territories is proposed by 
Examiner T. Leo Haden, in No. 23847, Denver Fire Clay Co. vs. 
Apache Railway et al., two sub-numbers thereunder, Standard 

ire Brick Co. vs. Same; Associated Jobbers and Manufacturers 

vs. Same; and No. 24574, Moctezuma Copper Co. et al. vs. A. T. 
&S. F. et al. The proposed adjustment is to be based upon 
& mileage scale applying for distances as great as 1700 miles, 
and the southwestern scale. 

Haden said the Commission should find the rates on brick 
and related articles from Denver, Colo., to destinations in Colo- 
rado, Utah, Oregon, Wyoming, California, Arizona, New Mexico, 
Idaho, Texas and Nevada, and from Pueblo, Colo., to destinations 
in those states, except New Mexico and Texas, unreasonable. 
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He said that reparation should be denied with specified excep- 
tions. 

A finding of unreasonableness is also proposed as to the 
rates on brick and related articles from Los Angeles, Calif., to 
destinations in Arizona, New Mexico, and to El Paso, Tex. 

The examiner said the assailed rates from Denver and 
Pueblo to destinations on the lines of the defendants in Colo- 
rado, Utah, Oregon, California, Arizona, Idaho, Wyoming and 
Nevada should be found unreasonable to the extent they exceed 
or may exceed the maximum distance scale of rates set forth 
in an appendix, minimum 60,000 pounds. 

Haden said that the rates on shipments from Denver and 
Pueblo to destinations in the territory described in the preced- 
ing paragraph should be found to have been unreasonable in the 
statutory period to the extent they had exceeded 115 per cent 
of the scale hereinbefore mentioned, on a like minimum. 

The examiner said that the rates assailed from Denver to 
destinations in New Mexico and Texas, were and for the future 
would be unreasonable to the extent they exceeded or might 
exceed rates based on 12 per cent of. the southwestern scale, 
first class rates, prescribed for equivalent distances in the 
southwestern revision, minimum 60,000 pounds, plus correspond- 
ing differentials for the hauls in New Mexico and for the hauls 
in Texas differential territory under the scale of differentials 
prescribed in the southwestern revision for use in Texas differ- 
ential territory. 

Another finding proposed was that the rates from Los 
Angeles to destinations in Arizona, New Mexico, and to El 
Paso, Tex., would be unreasonable to the extent they might 
exceed rates based on the scale carried in the appendix. 

The examiner recommended reparation on shipments made 
by the Denver Fire Brick Co., the Standard Fire Brick Co., the 
United Verde Copper Co., and the Nevada Consolidated Copper 
Co. Haden said that if the Moctezuma Copper Co., Old Domin- 
ion Co. and Phelps Dodge Corporation, complainants in No. 
24574, made shipments and bore the charges thereon, at the 
rates proposed to be found unreasonable, they also were en- 
titled to reparation, 

The scale recommended by Haden begins with a rate of 
5 cents a 100 pounds for 5 miles and under, becomes 12 cents 
at 100 miles, 17 cents at 200 miles, 20 cents at 300 miles, 23 
cents at 400 miles, 26 cents at 500 miles, 29 cents at 600 miles, 
32 cents at 700 miles, 34 cents at 800 miles, 36 cents at 900 
miles, 38 cents at 1,000 miles, 40 cents at 1,100 miles, 42 cents 
at 1,200 miles, 44 cents at 1,300 miles, 47 cents at 1,400 miles, 
49 cents at 1,500 miles, 50 cents at 1,600 miles, and 51 cents at 
1,700 miles. 


EX-OHIO RIVER COAL 


In a proposed report in I. and S. No. 3619, ex-Ohio River 
coal to Cleveland, Lorain and other Ohio points, Examiner 
George M. Curtis has recommended a technica] finding of non- 
justification of the rates, proposed by the Wheeling & Lake 
Erie, on ex-river bituminous coal from Brilliant, Martin’s Ferry, 
Mingo Junction, Rush Run, Salt Run, Stringer, Steubenville, 
Terminal Junction, Tiltonville, Warrenton, and Yorkville, O., to 
Cleveland, Lorain, South Lorain, Canton and Massillon, O. The 
finding, however, is without prejudice to the filing of new 
schedules within the conditions suggested by Curtis to which 
the Wheeling & Lake Erie assented at the hearing. 

The proposal was to establish a rate of 95 cents to Canton 
and Massillon and $1.10 to Cleveland, Lorain and South Lorain, 
minimum 50,000. The object of the Wheeling was to obtain 
tonnage in competition with the arrangement proposed by the 
Pennsylvania and New York Central on ex-river coal via Con- 
way and Colona. They proposed the arrangement in accordance 
with the suggestion of the Commission when it denied the 
application of the Pittsburgh, Lisbon & Western to extend its 
lines to the Ohio River and give service to Youngstown, O., and 
points grouped therewith. The Commission thought it better 
to have the carriers mentioned establish the service than to 
have the P. L. & W. extend its line and spend its money 
therefor. The Pennsylvania and the P. & L. E. filed tariffs 
establishing rates to Youngstown. In Bituminous Coal to 
Youngstown, 103 I. C. C. 3, the Commission, by division 3, found 
the rate proposed, $1.02, not justified without prejudice, how- 
ever, to the establishment of a rate not exceeding 77 cents. 
Curtis said the Pennsylvania and the New York Central, the 
latter acting through its system member, the Pittsburgh & Lake 
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Erie, were establishing facilities for the transfer of coal at 
Conway and Colona but that they had not yet established the 
rate of 77 cents. 

Curtis said that the Wheeling and its subsidiary, relying 
upon the Pennsylvania and the New York Central to establish 
that rate, proposed the higher rates for its longer hauls, the 
basis of the Wheeling being somewhat lower than the one on 
which the 77 cent rate was figured, with a view to obtaining 
some of the tonnage. The other carriers protested and obtained 
suspension of the Wheeling schedules. Curtis said that the 
operating conditions on the Wheeling were not as favorable 
as those on the Pennsylvania, Pittsburgh & Lake Erie and the 
Baltimore & Ohio, also serving that same general territory. 

The rates proposed, said the examiner, were lower than the 
lake cargo coal rates from Ohio No. 8 district, Ohio River divi- 
sion, from which he said the Wheeling’s tonnage had greatly 
diminished in recent years. 

Curtis said that the Commission should find that the rea- 
sonable minimum rates on ex-river coal originating at tipple 
mines on the navigable parts of the Monongahela and Allegheny 
Rivers in the Pittsburgh, Connellsville and Fairmont districts 
from the Ohio River division stations of the Wheeling would 
be the 95 cents and $1.10 rates proposed by the Wheeling, cars 
to be loaded to their visible capacity, minimum 50,000 pounds, 
so restricted as to apply to commercial coal for track delivery 
only and not to apply on lake cargo shipments. These conclu- 
sions, he said, were based on the Youngstown case, supra, as 
modified for destination grouping, and for an absorption of the 
additional river charge of 15 cents, and were designed to place 
the Wheeling on a rate parity with the Pennsylvania and the 
Pittsburgh & Lake Erie, giving to those railroads, and to the 
Baltimore & Ohio should it desire to establish ex-river rates 
from Glenwood, O., the advantage of their superior transpor- 
tation service beyond the west bank of the Ohio. 

Limitation to coal from tipple mines in the districts men- 
tioned will make it impossible for Ohio No. 8 mines to load 
into barges and get the benefit of the lower ex-river rates. 


PROPOSED REPORTS 


Crushed Crude Clay 

No. 24542, George F. Bates vs. Texas-New Mexico et al. By 
Examiner C. J. Peterson. Rates, crushed crude clay, in bags, 
carloads, Finlay, Tex., to Jal, Eunice and Hobbs, N. M., un- 
reasonable to the extent they exceeded or may exceed 161 cents 
a net ton to Jal, 171 cents to Eunice, and 182 cents to Hobbs, 
subject to a minimum of 90 per cent of the marked capacity 

of the car. Reparation proposed. 

Sand 


No. 24393, Dresser Sand Co. vs. Chicago Great Western. 
By Examiner W. A. Maidens. Rate, sand, Leavenworth, Kan., 
to New Market, Mo., unreasonable to the extent it exceeded 3 
cents a hundred pounds. Reparation of $948.19 proposed. 

Fish 

No. 24217, United States Fisheries Association vs. A. C. & 
Y. et al. By Examiner W. A. Disque. Third class rates, as 
applied to fresh or frozen fish, carloads, in official classification 
territory, unreasonable to the extent they exceed 60 per cent of 
the first class rates. Rule requiring application of the fish 
rate on ice loaded in the body of the car for the preservation 
of the fish and taken by the consignee and on ice placed in 
packages with the fish, not unreasonable. New rates recom- 
mended. 

Plate Glass 

No. 24749, Winona Paint & Glass Co. vs. C. B. & Q. By 
Examiner T. Naftalin. Dismissal proposed. Rate, plate glass, 
less-than-carloads, Minneapolis, Minn., to Winona, Minn., over 
an interstate route, applicable. 

Concrete Pipe 


No. 24569, Concrete Pipe and Products Co., Inc., vs. A. C. 
L. et al. By Examiner John McChord. Rates, concrete sewer, 
culvert and multiple pipe, Richmond, Va., to Silver Springs, 
Baltimore, Hagerstown and Cumberland, Md., Washington, D. C., 
Wilmington, Del., Philadelphia, Allentown and Altoona, Pa., 
Wheeling, Parkersburg, Charleston and Bluefield, W. Va., and 
points intermediate thereto unreasonable and unduly prejudicial 
to the extent they exceed or may exceed 25 per cent of the con- 
temporaneous first class rates, minimum 26,000 pounds. New 
rates and reparation on shipments to Silver Springs proposed. 


MILWAUKEE ACQUISITION-ABANDONMENT 
Examiner O. D. Weed, in Finance No. 8937, Chicago, Mil- 
waukee, St. Paul & Pacific acquisition and abandonment, has 


recommended that the Commission permit the applicant to 
acquire about 2.54 miles of the line of the Ontonagon Railroad 
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Co. and to abandon a part of its line and the operation of the 
Ontonagon between Green and White Pine Junction, a distance 
of about 18.4 miles, all in Ontonagon county, Mich. 

A number of manufacturing companies, county officers, ang 
two banks intervened in opposition. The Michigan commission 
held the hearing but, according to the report, no recommenda. 
tions were made by any state authority. Weed said that prae. 
tically all the timber adjacent to the line to be abandoned hag 
been cut and that there was little farming. He said that while 
the record showed there was considerable timber that might 
move over the line proposed to be abandoned, practically none 
was moving and that the prospect of any important movement 
was indefinite. He said that the acquisition by the Milwaukee 
of a part of the line of the Ontonagon would be in the public 
interest. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9102, authorizing the Missouri 
Pacific R. R. Co. to issue not exceeding $30,000,000 of first and refund- 
ing mortgage 5 per cent gold bonds, series I, all or any thereof to be 
pledged and repledged as collateral security for short-term notes 
issued within the limitations of section 20a (9) of the interstate com- 
merce act, approved. 

Supplemental report and order in F. D. No. 8902, authorizing (1) 
the Cleveland & Pittsburgh Railroad Company to issue in lieu of 
$3,126,000 of general and refunding mortgage 4% per cent gold bonds, 
series B, a like amount of general and refunding mortgage 5 per cent 
gold bonds, series B; said bonds to be delivered at par to the Pennsyl- 
vania Railroad Company in partial reimbursement for expenditures 
made by that company for capital purposes; and (2) the Pennsyl- 
vania Railroad Company to assume obligation and liability, as lessee 
and guarantor, in respect of said bonds, previous report 175 I. C. ¢. 

Report and order in F. D. No. 9103, authorizing the New Orleans 
and Lower Coast Railroad Company to issue not exceeding $837,000 
of general refunding mortgage 6 per cent bonds, series A, to be de- 
livered to the Missouri Pacific Railroad Company in exchange for 
$300,000 of first-mortgage bonds and in satisfaction of $537,000 of 
indebtedness for advances made for capital purposes, approved. 

Report and certificate in F. D. No. 9054, authorizing the Fulton 
Chain Railway Company to abandon, as to interstate and foreign 
commerce, its entire line of railroad in Herkimer county, N. Y., and 
the New York Central Railroad Company to abandon operation there- 
of, approved. 

Report and order in F. D. No. 9081, authorizing the Missouri Pa- 
cific Railroad Corporation in Nebraska to issue $1,409,000 of first- 
mortgage 5 per cent gold bonds, series A, to be delivered to the cor- 
porate trustee of the first and refunding mortgage of the Missouri 
Pacific Railroad Company in reimbursement for an equal amount 
of advances made by that company for capital purposes, approved. 


os 


FINANCE APPLICATIONS 


Finance No. 8709. Supplemental. Missouri Pacific Railroad Co. 
asks for amendment of order authorizing it to issue promissory notes 
not exceeding $150,000 so that it may lawfully renew outstanding notes. 

Finance No. 8641. Second supplemental application. Pittsburgh 
& West Virginia Railway Co. asks authority to issue, from time to 
time, not exceeding $2,100,000 of promissory notes bearing interest 
or to be discounted at a rate not exceeding 6 per cent in renewal 
of collateral notes for a like amount maturing January 30, 1932, and 
March 30, 1932, respectively; and to renew or extend the renewal note 
or notes, from time to time, the last renewal to mature not later 
than January 30, 1934. 

Finance No. 9129. Application of Missouri Southern Railroad Co. 
for authority to issue a prommisory note maturing not more than 
two years after the date thereof for $14,000. 

Finance No. 9130. Erie Railroad Co. asks authority to issue and 
place in its treasury $25,000,000 of its refunding and improvement 
mortgage 6 per cent gold bonds, series of 1932, and to issue and 
deposit permanently with the trustees under refunding and improve- 
ment mortgage, $384,400, principal amount, of its general lien 4 per 
cent gold bonds, for the purpose of refunding and retiring $384,400 
of underlying bonds. 

Finance No. 9131. Pittsburgh & West Virginia Railway Co. asks 
authority to borrow from the Railroad Credit Corporation $637,385, 
and to issue a note or notes therefor, maturing not more than two 
years from their date or dates, bearing interest at a rate not exceed- 
ing 6 per cent a year, the money so borrowed to be used by the appli- 
cant exclusively to meet interest payments on its funded debt matur- 
ing in 1932. This application, the company said, was made necessary 
by reason of the fact that it had issued an outstanding note in ex- 
cess of the limitation imposed by section 20a(9) of the interstate 
commerce act, having issued and outstanding $4,256,000 of notes un- 
der authority of the Commission in Finance No. 8540, and having 
issued and outstanding $2,100,000 of notes under authority of the 
Commission in Finance No. 8641. The application says this borrowing 
is because of extraordinary capital expenditure in connection with 
the construction of its Connel]sville and Donora Southern extensions. 

Finance No. 9135. Colorado & Southern Railway Co. and Denver 

& Rio Grande Western Railway Co. ask authority to abandon a narrow 
gauge line from Parlin to Quartz, Gunnison county, Colo., a distance 
of 18.54 miles. The road was built to serve mines which are no longer 
in operation or which are only in limited operation. 
_ Finance No. 9136. Great Northern asks authority to abandon & 
line from Giffen Junction to Stockett, Cascade county, Mont., 1,64 
miles long. The branch was built to serve a coal operation that hus 
come to an end. 

Finance No. 9099. Amended application of Delaware, Lackawanna 
& Western Railroad Co. for authority to issue $12,432,000 of promis- 
sory notes, to bear interest not exceeding 6 per cent, and to pledge 
in connection therewith $13,639,000 of New York, Lackawanna 
Western 5 per cent first and refunding mortgage gold bonds, = 
$10,000,000 of Morris & Essex 4% per cent construction mortgage en 
bonds. Applicant proposes immediately to issue $11,000,000 of ber 
promissory notes to retire or secure an indebtedness of like amoun 
to the First National Bank of New York City. 

Finance No. 9137. Northern Ohio Railway Co. asks authority ° 
issue $800,000 aggregate principal amount of its general mortgage | 
per cent gold bonds, series A, and to deliver them to the Akron, 
Canton & Youngstown Railway Co. in payment of indebtedness. 

Finance No. 9137, Sub. No. 1. Akron, Canton & Youngstow? 
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Railway Co. asks authority to guarantee the payment of $800,000 
of the Northern Ohio Railway Co. general mortgage 6 per cent gold 
ponds, series A, and to pledge and repledge the bonds as collateral 
security for promissory notes. ‘ 

Finance No. 9138. Akron, Canton & Youngstown Railway Co. asks 
authority to issue its promissory note in the aggregate principal 
amount of $200,000 to provide itself with additional working capital. 

Finance No. 9139. Denver & Rio Grande Western Railroad Co. 
asks for authority to abandon a part of its line, about 13.65 miles 
jong, between Huerfano and Cuchara, Colo. 

Finance No. 9140. The Chicago & North Western Railway Co. 
asks authority to secure the authentication and delivery to it of 
$6,000,000 of 5 per cent first and refunding gold bonds, series E, and 
for authority to pledge and repledge the bonds, thereby reimbursing 
its capital expenditures in part, in 1928, 1929 and 1930. 

Finance No. 9141. Chicago, Harvard & Geneva Lake Railway Co. 
asks for authority to abandon the part of its line between Walworth 
and Fontana, Wis. That part of the line was reserved from the 
certificate granted to the company in Finance No. 8391, permitting 
it to abandon operation because negotiations were pending for its 
sale to a shipper that had been using it. The part to be abandoned 
is 2.54 miles. 


LOADING AND UNLOADING BY CRANES 


In No. 25000, in the matter of loading and unloading freight 
by means of hand cranes, electric cranes, electric Gantry cranes, 
locomotive cranes, derricks, and by other means, the Commis- 
sion has instituted an investigation into and concerning rates, 
charges, rules, regulations and practices of common carriers by 
railroad, subject to the interstate commerce act incident to the 
use of such cranes, derricks, and such other equipment. In- 
cluded in the investigation is I. and S. No. 3684, use of cranes 
at Pennsylvania Railroad Stations. 


In its order the Commission set forth that the legality of 
Pennsylvania Railroad Company tariff I. C. C. No. 699, involving 
use of cranes, was under investigation in a separate investiga- 
tion, and that tariffs filed by other carriers contained provisions 
somewhat similar. Continuing, the Commission said: 


It further appearing, That the matter of the use of hand cranes, 
electric cranes, electric Gantry cranes, locomotive cranes, derricks, 
and other such equipment in the loading and unloading of freight 
being of primary and increasing importance to the shipping public 
and to the carries: 

It is ordered, That the Commission upon its own motion, enter 
upon a general investigation into and concerning rates, charges, rules, 
regulations and practices of common carriers by railroad subject to 
the interstate commerce act incident to the use of such cranes, der- 
ricks, and other such equipment; said investigatign to include a full 
inquiry into the ownership, operation, use, management or other 
enjoyment of such facilities, the history of the service to date, the 
rates charged or to be charged for this service, the character and 
complete operation of the service, any contractual arrangements, 
express or implied, with persons, firms, or corporations, which have 
any bearing upon or affect in any manner the charges paid by the 
shipping public or the revenue received by the carriers using or fur- 
nishing or proposing to use or furnish such equipment, and any and 
all other information germane to the subject matter of the inquiry, 
in so far as it relates to interstate or foreign commerce, with the 
view of determining whether the present rates, charges, rules, regu- 
lations and practices of respondents or any of them are just, reason- 
able, or in any respect in violation of law, and of making such find- 
ings and orders in the premises and prescribing such just, reasonable 
and lawful rates, charges, rules, regulations, and practices, and tak- 
ing such other and further action, as the facts and circumstances 
may appear to warrant. 

_ It is further ordered, That Investigation and Suspension Docket 
No. 3684 be made a part of, and assigned for hearing with, this 
investigation. 


It is further ordered, That ‘this order be served upon all Class I 
carriers by railroad in Official Classification territory (except carriers 
in New England states territory), and that such carriers be, and 
they are hereby, made respondents to this proceeding. 


And it is further ordered, That these proceedings be assigned for 
hearing at the office of this Commission at Washington, D. D., at 
10 o’clock a. m. (Eastern standard time), May 11, 1932, before Com- 
missioner Charles D. Mahaffie and Examiner O. L. Mohundro, and at 
such other times and places as the Commission may hereafter direct. 


The Commission, by means of a supplemental order in No. 
25000, has directed the Pennsylvania, Baltimore & Ohio, Le- 
high Valley, Delaware, Lackawanna & Western, New York Cen- 
tral, Erie, Western Maryland, Reading, Buffalo, Rochester & 
Pittsburgh, New York, Chicago & St. Louis, Wabash and its 
receivers, Chicago, Indianapolis & Louisville, Bessemer & Lake 
Erie, Chicago & Illinois Midland, Elgin, Joliet & Eastern, Illi- 
nois Terminal, Lehigh & New England, Montour, and Toledo, 
Peoria & Western to furnish data pertaining to the subject. A 
questionnaire, sent out with the order, calls for tariff references 
relating to the furnishing of crane services, stations at which 
cranes are available, charges for locomotive cranes, investment 
in cranes, loss and damage claims growing out of losses or dam- 


age to property in the process of handling by crane, and things 
of that sort. 


CHANGE IN DOCKET 


Ry Adjourned hearing in No. 15620, Carter Oil Co. vs. A. T. & S. F. 
Ne * al., No. 19829, Carter Oil Co. vs. A. T. & S. F. Ry. et al., and 
» 19891, Larter Oil Co. vs. A. T. & S. F. Ry. et al., assigned for 


ny » at Washington, D. C., before Examiner Williams, is 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(District Court of Appeal, First District, Division 1, Cali- 
fornia.) Straight nonnegotiable bills of lading so marked on 
face, used in interstate shipment, held governed by provisions 
of Federal Bills of Lading Act (Federal Bills of Lading Act, 
secs. 9-12 (49 USCA, secs. 89-92)). (Stefani vs. Southern Pac. 
Co., 5 Pac. Rep. (2d) 946). 

Carrier sued for not delivering freight shipped under 
straight bill of lading held entitled to show that diversion to 
different destination as directed by consignor was justified, 
where consignor was owner and not plaintiff suing for non- 
delivery (Federal Bills of Lading Act, secs. 9-12 (49 USCA, secs. 
89-92) ).—Ibid. 

Answer admitting allegations of complaint having reference 
to plaintiff’s ownership by recital after direct allegation thereof 
was specifically denied held not admission of ownership.—Ibid. 

Matters of substance must be presented by direct averment 
and not by way of recital.—Ibid. 

Weight to be given conflicting testimony was for trial court 
(Code Civ. Proc., secs. 1847, 2061).—Ibid. 

Appellate court cannot disturb findings; there being substan- 
tial evidence to support them, even though it thinks different 
conclusions should have been reached.—lIbid. 

Appellate court will not interfere with determination of 
trial court, unless testimony of witnesses is inherently improb- 
able and impossible of belief.—Ibid. 

In action against carrier for nondelivery of grapes, evidence 
of plaintiff’s ownership of grapes held to support judgment for 
plaintiff.—Ibid. 

Evidence, in action against carrier for nondelivery of 
~—- held sufficient to support trial court’s finding of value. 
—Ibid. ; 

Damages, in action against carrier for nondelivery of grapes, 
held to be market value at destination, minus transportation 
charges.—Ibid. 

(Supreme Court of South-Carolina.) Carrier pleading limi- 
tation of liability for loss of goods must prove requisite estab- 
lishment of limited liability and shipper’s written consent there- 
to. (Anderson vs. Atlantic Coast Line R. Co., 161 S. E. Rep. 
523). 

In shipper’s action for lost goods, whether valuation limit- 
ing carrier’s liability appeared on shipping order when signed 
by shipper held for jury.—Ibid. 

Mere quotation and collection of lower rate on household 
goods held not to charge shipper with constructive knowledge 
that carrier had limited its liability to valuation different than 
that requested by shipper (Interstate Commerce Act, sec. 20; 
par. 11 (49 USCA, sec. 20 (11))).—Ibid. 

Payment by shipper of rate limiting value, such limitation 
not being agreed to, held not to limit shipper’s recovery for 
loss of shipment to such valuation.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
blished by West Publishing Co., 8t. P Mian. 
eeaeds 4 - )  ’*y \ ple 





REGULATION OF COMMON CARRIERS 

(Court of Appeals of Ohio, Huron County.) One who en- 
gaged in the transportation of property upon the highways by 
truck for compensation, and holds himself out to the public 
to carry for others indiscriminately to the capacity of his truck 
or trucks, is a “common carrier.” (Public Utilities Commission 
vs. Boughtonville Farmers’ Exchange Co., 178 N. E. Rep. 859). 

If one, who transports goods by truck, has a special con- 
tract with a bona fide buyer of live stock for the transporta- 
tion thereof, and transports no other property, such truck 
operator is not a “common carrier.”—Ibid. 

Truck operator, transporting live stock to market under 
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contract with an elevator company which ostensibly buys the 
live stock from farmers in the surrounding country and causes 
the live stock to be collected by the truck operator from the 
farmers for transportation, held “common carrier,” necessitating 
certificate of public convenience under Code, for the reason 
that the arrangement was a mere device for the evasion of 
the statutes (Gen. Code, sec. 614-84 et seq.). 

It appears that operator of truck acted as independent con- 
tractor in transportation, and that the elevator company made 
arrangements with farmers and after sale of live stock at the 
stockyards remitted proceeds, less yardage, and commission 
charged at stockyards and less 60 cents per hundred for haul- 
ing by truck, of which 10 cents was retained by the elevator 
company and 50 cents remitted to the truck operator. It was 
contended on behalf of the carrier that there was in each in- 
stance a bona fide sale to the company, which caused the stock 
to be transported as its own, and that the truck operator hauled 
exclusively for the company and was therefore not a common 
carrier; the opposing contention was that the arrangement was 
a mere device to avoid obtaining a certificate of public con- 
venience.—Ibid. 





(Supreme Court of Ohio.) Publication of notice of filing 
application for certificate of transportation company or for 
extension, involving purely interstate operation, held not essen- 
tial. (Wheeling Traction Co. vs. Public Utilities Commission, 
178 N. E. Rep. 833). 

Description of proposed extension of bus line certificate as 
running to corporation limits and along designated highway 
one-fourth mile beyond held sufficient (Gen. Code, sec. 614-90). 
—Ibid. 





hi * ee 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(District Court, E. D. New York.) Bill of lading acknowl- 
edgment that raw linseed was shipped in good order, established 
prima facie case of shipper’s right to recover for damages by 
sea water. (The Lassell, 53 Fed. Rep. (2d) 687). 

Burden held on vessel to show how sea water got into hold 
and damaged cargo.—lIbid. 

Vessel held not to have sustained burden of establishing 
that damage to cargo by water was caused either by peril of sea 
or by latent defects in rivets.—Ibid. 

Proof of storm alone is insufficient to establish that damage 
to cargo by water was caused by peril of sea.—Ibid. 


PACKER STOCK YARD PROCEEDING 


Attorney General Mitchell has asked the Supreme Court 
of the District of Columbia to appoint trustees to take the 
custody of stocks in public stock yards and stock yard terminal 
railroads, owned by the Swift defendants and Nelson Morris, 
in the anti-trust proceedings instituted against the big packers 
in 1920 and in which a consent decree was entered against the 
packers requiring them to divest themselves of so-called un- 
related lines. 

About a year ago the courts refused to modify the decree 
in all the particulars requested by Armour and Swift interests. 
Permission to own stocks in stock yard terminal railroads was 
refused. A statement by the Attorney General is that the 
Armour interest has disposed of its stock in terminal railroads 
but that the Swift interest had asked for more time, on the 
ground that it had not found a purchaser for its stock. Nelson 
Morris, the statement declared, had asked the court for modi- 
fication permitting him to continue ownership. In answer to 
these requests the government filed its application for the 
appointment of trustees. 


SUSPENDED TARIFFS 


In I. and S. No. 3694, the Commission has suspended from 
January 31 until August 31, schedules in supplement No. 59 to 
Cattrell’s I. C. C. No. 728. The suspended schedules propose to 
reduce the rates on leaf tobacco (manufactured tobacco) any 
quantity, from 36 to 27 cents a 100 pounds when from War- 
renton, N. C., to Norfolk, Portsmouth and Richmond, Va., to 
meet purported motor truck competition. 

In I. and S. No. 3695, the Commission has suspended from 
February 3 until September 3, schedules as published in Rail- 
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way Express Agency I. C. C. Nos. 312 and 320, and others, The 
suspended schedules propose to reduce the express rates on 
fresh fruits and vegetables, and fish, from, to and between 
points in the southern states, to meet purported motor truck 
competition. 

In I. and S. No. 3696, the Commission has suspended from 
February 4 until September 4 schedules in supplements Nos 
25 and 27 to Johanson’s I. C. C. No, 2250. The suspended scheq. 
ules propose to revise the rates on lumber and articles taking 
lumber rates, in carloads, from Morehouse and other points in 
Missouri to destinations in Illinois, central freight association 
and trunk line territories, which results generally in increases 
The following is illustrative, rates being in cents a 100 pounds. 


FROM MOREHOUSE, MO. 


To Present Proposed 
I IE acta) ccdiecea\S-acahio ea Mae Ke cos Maimeri Ro ee 26 28 
I, SUMED, Siicic wine Wx JewiSwiesie seule ese be ne eeee em 251% 27% 
NE I: «5-5. orssc'ss al lg OOo ave wie laiecs aia wie eWeek eee 33 341, 
PE Os, adits Karas A tesucwsalcseseesedeceeseeos 361% 3844 


EMERGENCY ICE RATES 


This mild winter has constrained E. B. Boyd, tariff publish. 
ing agent for western trunk line railroads, to take steps to ob. 
tain ice traffic for the railroads and to take them in advance 
of the day when they will be actually needed. He has asked 
the Commission to allow him, on one day’s notice, to establish 
reduced rates on ice between stations in Wisconsin, Minnesota, 
South Dakota and Iowa carrying March 31 as their expiration 
date. His reason for doing so is that he doubts the ability of 
the states mentioned, other than Wisconsin, to harvest as much 
ice as they will need. Therefore he thinks he should be allowed 
to make an amendment to the tariffs of individual railroads 
making rates on a mileage basis, on a minimum of 60,000 
pounds, which would be applicable on shipments from Wiscon- 
sin. The basis is 7.5 cents for 100 miles, 8 cents for 200, 10 
cents for 300, 12.5 cents for 400, 15.5 cents for 500 and 17 cents 
for 550 miles. 


FIFTEEN PER CENT CASE, 1931 


Additional information with respect to state commission 
action on intrastate rate advances following Ex Parte 103 has 
been received by John E. Benton, general solicitor of the Na- 
tional Association of Railroad and Utilities Commissioners, as 
follows: 


In Kentucky, a hearing was held on carriers’ application on Janu- 
ary 2, 11 and 12. Shippers have been given 15 days to file briefs. 

In Louisiana, carriers’ application was set for hearing at the St. 
Charles Hotel, New Orleans, La., January 26. 

In North Dakota, no hearing has as yet been held on carriers’ 
application, but the matter is undér consideration by the board. 

In Arkansas, the commission by order dated the 27th instant, 
allowed the increases to become effective February 4, except as to 
refined petroleum products, furniture, pulpwood and rough lumber 
material. As to rates on the last mentioned commodity a further 
hearing will be held, to consider the propriety of an increase on 
February 2. Jurisdiction of the entire subject matter is retained for 
any necessary further order. 

In Minnesota, the commission by order dated the 25th instant, 
allowed the increases to be established on ten days’ notice, but 
made the following exceptions: Bran, edible; brewers’ flakes; rolled 
oats in sacks or in bulk; oat flour; rolled wheat; cracked wheat; 
cotton seed cake; cotton seed hulls; cotton seed meal; copra oil 
cake; copra oil cake meal; corn oil cake; corn oil cake meal; flaxseed 
oil cake; flaxseed oil cake meal; linseed oil cake; linseed oil cake 
meal; peanut oil cake; peanut oil cake meal; sesame oil cake; sesame 
oil cake meal; alfalfa meal or chopped alfalfa; alfalfa seed; barley 
or grain skimmings, malt house; soy bean oil cake; soy bean oil cake 
meal; soya bean oil cake; soya bean oil meal; barley sprouts; beet 
pulp or residue; soya beans; cane seed; clover seed; cow peas; dry 
spent grain; malt, malted grain, malt sprouts, timothy seed; feed, 
animal or poultry, N. O. I. N., and not including biscuits, dog 
(dog cakes). The increase allowed on coal will expire on May 1, with 
permission given the carriers to bring this matter again to the atten- 
tion of the commission at that time. The increase allowed on scrap 
paper was made subject to a maximum per car charge of $6. The 
increases allowed, except on coal, are to expire March 1, 1933. The 
commission’s decision states that its findings do not approve the 
reasonableness of any of the rates resulting from the increase, and 
that they are subject to revision. 

In Nebraska, the commission, by order dated January 23, allowed 
the increases, subject to later investigation upon complaint, with the 
following exceptions: Sand and gravel, other than glass or moulded; 
stone, broken, ground or crushed; common brick, face brick, hollow 
tile or building tile, brick, n. 0. s. The effective date of the increases 
is January 28. The inéreases are confined to the period ending March 
31, 1983. The commission’s order provides that the long and short 
haul clause of the Nebraska statute shall apply to the increased rates. 


STATISTICS OF RAILWAYS 

The Commission has made public the text of the forty- 
fourth annual report, prepared by its bureau of statistics, of 
the statistics of railways in the United States for the calendar 
year, 1930. The publication, a volume of 152 pages, also it 
cludes selected data relating to other common carriers subject 
to the interstate commerce act. The additional data also per 
tain to the calendar year, 1930. 
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February 6, 1932 


SUBSTITUTES FOR SECTION 15A 


The Traffic World Washington Bureau 


Continuing his statement before the House committee on 
interstate and foreign commerce on H. R. 7116 and H. R. 7117, 
providing for revision of section 15a of the interstate commerce 
act, S. T. Bledsoe, chairman of the executive committee and 
eeneral counsel of the Atchison, Topeka & Santa Fe, January 
99, said in discussion with members of the committee, that 
he had never thought that rates ought to be based on constitu- 
tional value but that when it came to testing rates a valuation 
had to be used, and that when it came to taking any part of 
a carrier's earnings for recapture it was necessary to find value 
at that time. He said that if the recapture question were dis- 
posed of he did not believe that the question of value for rate- 
making purposes would be likely to become the subject to litiga- 
tion unless the Commission should make rates so low that it 
would be necessary to take the matter to court. He said rates 
had to be made in the main so as to move traffic and that the 
railroads had never insisted upon rates based on the high price 
levels following 1920. 

Mr. Bledsoe expressed the opinion that the Commission 
would be willing to make rates that would produce a fair 
return on the actual investment. He said one thing he liked 
about H. R. 7117 was that it recognized the inability to do that 
every year and that the railroads should be allowed to earn 
enough in fat years to bridge over lean years. He did not 
think that the Commission ever attempted to give the roads a 
return of 5% per cent because it thought the traffic would not 
bear rates so high. He said he thought that in some years 
such high rates would have retarded traffic but that in other 
years not. 

Inquiry by Representative Huddleston as to whether Mr. 
Bledsoe thought the railroads would get back to the volume of 
traffic they had in 1929 brought the reply that the witness 
thought they would in time and that if the roads got back to 
the average volume of traffic for 1923-1929, inclusive, they 
would be back on the road to prosperity. At another time Mr. 
Bledsoe remarked that if traffic would not bear a fair return 
the only alternative was government ownership. He said he 
was looking forward with considerable hope and that some 
day the traffic would be beyond that of 1929. _ 

In a discussion of competitive transport agencies Mr. Bled- 
soe said it would not be necessary to stop highway traffic but 
only to charge the man who used the highway what it cost. He 
said the states were becoming much more awake than they had 
been as to highway costs. 

Reference by Mr. Huddleston to railroad propaganda led Mr. 
Bledsoe to remark that the most powerful propaganda organi- 
zation in the United States was the “Mississippi Valley crowd.” 
He said also that the motor vehicle organizations spent $10 to 
every 10 cents the railroads spent for propaganda. He said the 
latter had an organization to determine how many highways 
could be built and how much could be spent for highways. 
He said that the states were awake to what it was costing them 
to furnish a place for busses and trucks to do business at the 

cost of the ordinary user. 


Mr. Bledsoe said that he favored regulation of the railroads 
and that he thought there would be pandemonium without it. 
Remarking that he had seen “this common dog kicked all 
around,” the reference being to the recapture clause, Repre- 
sentative Gillen asked Mr. Bledsoe if anybody had a good word 
to say for recapture. Mr. Bledsoe thought that with the Com- 
mission, the shippers, the state commissions and the railroads 
being against recapture, there was not much else to say. He 
concluded his testimony and the *committee adjourned until 
Tuesday, February 2. 


Thom Appears for Rail Executives 


_ Alfred P. Thom, appearing as general counsel of the Asso- 
ciation of Railway Executives, when the committee resumed 
hearings on H. R. 7116 and H. R. 7117, February 2, said he 
would discuss three major questions in relation to those meas- 
ures: (1) the recapture provisions of section 15a of the inter- 
State commerce act; (2) proposed provisions as to a rule of 
tate-making, and (3) repeal of section 19a (valuation section) 
of the interstate commerce act. 


Recalling that twelve years ago the committee then had 
the same issue before it as it had now, Mr. Thom said the 
ieociation of Railway Executives appeared in opposition to 
the Principles of section 15a and that the committee agreed 
with the view taken by the railroads. He said 15a was forced 
that by the Senate by an accumulation of business influence 
oa “y had never seen exceeded with respect to a matter pre- 
the sven onstess. He directed attention to the fact that of 
th members of the House committee that heard testimony on 

© proposed legislation that resulted in enactment of section 
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15a, only Chairman Rayburn and Representatives Parker and 
Cooper were now members of the committee. 

The requirements of the public interest and nothing else 
was the test that he asked be applied to the statements he 
would make before the committee, said Mr. Thom. 

“I am willing to subject every argument I advance to that 
test alone,” said he. 

At the outset, therefore, continued he, it was necessary to 
inquire whether adequate and efficient railroad transportation 
was essential to the public welfare. He said if it were a fact 
that such transportation were obsolete, then it would not be 
necessary to do anything about it. 

Statements to the effect that the railroads were and would 
continue to constitute the backbone of the transportation sys- 
tem in the United States made by the Commission in No. 18300, 
motor bus and motor truck operation, and in the Fifteen Per 
Cent Case, 1931, as well as in its annual report, by Calvin 
Coolidge, Secretary of War Hurley and Commissioner Brainerd 
when he was chairman of the Commission, were read by Mr. 
Thom, who then said he thought the committee could safety 
proceed on the assumption that the railroads were essential and 
would be essential to the public welfare. 

Speculating as to what agency of transportation could take 
the place of the railroads, Mr. Thom said the motor vehicle 
had been suggested. He then proceeded to give the committee 
some estimates of the highway capacity and cost thereof that 
would be necessary for substitution of motor for rail trans- 
port. One of his estimates was that to increase the highway 
capacity to the extent necessary would cost more than one 
hundred and four billion dollars. He pointed out that it had 
been estimated that in 1930 trucks handled about 4 per cent of 
ton-miles of freight while the railroads handled about 96 per 
cent of the land traffic. A railroad train crew of five members 
handled a trainload of 2,000 tons, he pointed out. If the same 
tonnage were handled by five-ton trucks, he said, 400 trucks 
and not less than 400 men would be required. These were 
some practical considerations for those who contemplated 
scrapping the railroads for truck land transportation, said he. 
He also referred to heavy indebtedness of states and munici- 
palities for highway construction. 

As to the need for adequate rail transportation service, Mr. 
Thom directed the attention of the committee to what farmers 
had said before the Senate interstate commerce committee in 
May, 1920, when they urged government loans to aid carriers 
in providing equipment, asserting that they were losing heavily 
because of the inability of the carriers at that time to meet 
traffic demands. 

If railroad transportation were essential to the public wel- 
fare, proceeded Mr. Thom, then it was appropriate to consider 
the effect of the proposals before the committee on adequate and 
efficient railroad transportation. 


Retroactive Recapture Repeal 


Retroactive repeal of the recapture provisions of section 15a 
was strongly urged by Mr. Thom. The pending bills repeal re- 
capture only for the future. There was little danger as to 
recapture for the future because of the low earnings of the car- 
riers but there was a real and pressing danger with relation to 
the past, he contended. To have the railroads faced with recap- 
ture claims for the last eleven years, he said, would have a pro- 
found affect not only on the ability of the railroads to meet 
existing conditions but on general business as well. He referred 
to the estimate of $378,000,000 of recapturable claims put before 
the committee by Commissioner Eastman. He said these claims 
would run against 300 or 400 carriers—not the large and power- 
ful carriers but the smaller carriers not so strong financially. 
He pointed out that each railroad property would have to be 
valued for each year before the Commission could assert its 
claim for recapture and that a railroad had no way of knowing 
what it might have to pay until the Commission had fixed the 
value of its property and that then there would be litigation in 
court. If judgments were entered, he said, the railroads would 
have to go into the market to borrow the money to pay because 
they had no reserves and that this would add to the economic 
distress of the railroads and business generally. He argued that 
the recapture claims hung like a pall over those who were most 
hopeful for economic recovery. He characterized as a catastro- 
phe the pushing of the recapture claims to a conclusion. He 
also dwelt on the authority of Congress to turn back the money 
in the recapture fund of the Commission to the carriers who had 
paid in the money and asserted there was no legal bar to such 
return and that the equitable thing to do would be to return the 
money because the basis on which the recapture theory rested— 
rates that would yield the fair return specified—had not existed. 

An effort was made by the Commission in Ex Parte 74 
(1920) to give effect to section 15a, said Mr. Thom, but almost 
immediately the rates prescribed were abandoned, some by the 
carriers and some by the Commission. That was so, he con- 
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tinued, because “rates must give way to economic conditions 
and cannot be made on value.” He said the railroads operated 
under rates that were made necessary by economic necessity. 
He referred to the earnings of the carriers in the 1919-1930 pe- 
riod and said that for the country as a whole the carriers had 
never earned in any year in that whole period a return of 5.75 
per cent. In the eastern district, including the Pocahontas re- 
gion, there was one year in which the railroads had a return 
of 5.90 instead of 5.75 but he pointed out that this was due to 
abnormal coal tonnage moving out of the Pocahontas district 
and that if that district were eliminated, the return for the rest 
of the eastern district would be much below what it was. In 
the southern district there were two years in which the return 
exceeded 5.75, in 1925 and 1926, but he said this was due to 
increased business resulting from the Florida land boom. His 
point in that connection was that the increased earnings re- 
sulted not from the rates but from a large sudden excess of 
traffic. He took the case of the Salem, Winona & Southern in 
which the Commission found that the carrier had recapturable 
excess income of something over $4,000, for two years, while in 
seven other years it had a deficit aggregating over $82,000, to 
show the unfairness of recapture in a specific instance. 

Mr. Thom said the fact was that the recapture provisions 
were recognized as a legislative blunder, and pointed out that 
repeal was urged by the Commission, the state commissions, 
the shippers represented by the National Industrial Traffic 
League, and the Class I railroads and added that the short 
lines would urge repeal. 

If it was a blunder, hanging as a pall over efforts to restore 
prosperity, why not now correct the blunder and get rid of a 
thing second only in disaster to the business depression, he 
asked. 

Rule of Rate-Making 


Just beore the committee adjourned until the following day, 
Mr. Thom began his discussion of the rule of rate-making. He 
said H. R. 7116 proposed an artificial rate base and provided for 
a rate base different from that of value. He said in effect that 
while rates could not be made on value yet value was the 
test when a given carrier challenged the adequacy of return 
on constitutional grounds. He said rates were the outgrowth 
of economic forces and that if the carriers initiated rates that 
were not sustained by such forces they lost traffic. He asked, 
as to H. R. 7116, why put in the law a rate base that could 
not be sustained constitutionally and called attention to the fact 
that the Supreme Court had said again and again that the 
rate base was present value. Why give the Commission a 
formula, particularly if the formula were invalid, he asked. 


Mr. Thom said his own judgment was that rates were made 
from economic necessity—that if they were so low that they 
did not give a fair return and were made by governmental 
authority they could be contested, but that still rates had to 
be made in the light of economic conditions and that no man- 
date could change that fact. He said value came in only when 
the question of confiscation arose. He said he was going to ask 
the committee to consider repeal of the valuation act—that if 
Congress did away with recapture, it would do away with the 
necessity for valuation. 


Agreement on (Principles 


With the submission by Mr. Thom, February 3, of a sug- 
gested amendment to the rate-making rule of H. R. 7117, the 
short substitute recommended by the Commission for section 
15a, it appeared that the Commission, the state commissions, 
the National Industrial Traffic League and the Association of 
Railway Executives were substantially in agreement so far as 
fundamental principles were concerned as to a substitute rule 
of rate-making for that contained in section 15a which requires 
that the Commission, in the exercise of its power to prescribe 
just and reasonable rates, “shall initiate, modify, establish or 
adjust such rates so that the carriers as a whole (or as a whole 
in each of such rate groups or territories as the Commission 
may from time to time designate) will, under honest, efficient 
and economical management and reasonable expenditures for 
maintenance of way, structures and equipment, earn an aggre- 
gate annual net railway operating income equal, as nearly as 
may be, to a fair return upon the aggregate value of the railway 
property of such carriers held for and used in the service of 
transportation.” 


In order that Mr. Thom’s discussion of the rate-making rule 
in H. R. 7117 and that rule amended as suggested by him may 
be better understood, the two rules are hereinafter set forth. 
The rule as it stands in H. R. 7117 follows: 


In the exercise of its power to prescribe just and reasonable rates, 
the Commission shall give due consideration, among other things (1) 
to the present and reasonably —— transportation needs of 
the country, (2) to the necessity, in the public interest, for the 
carriers to be able to establish and maintain a sufficient credit to 
attract the capital required to meet and provide for these transporta- 
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tion needs, and (3) to the necessity, in the public interest, that ¢, 
carriers furnish transportation service at the lowest rates consistent 
with adequate service and the meeting and providing for the trans. 
portation needs of the public; and the Commission shall, so fay as 
practicable, initiate, modify, establish, or adjust rates so that th 
revenues derived therefrom will, under honest, efficient, and een. 
nomical management and reasonable expenditures for maintenance 
way, structures, and equipment, constitute a sufficient basis for the 
maintenance of a national system of railway transportation at aj 
times adequate to the needs of the public: Provided, that the Com. 
mission shall have reasonable latitude to modify or adjust any pay. 
ticular rate which it may find to be unjust or unreasonable, and t 
prescribe different rates for different sections of the country, The 
fact that revenues fall with decreasing traffic in times of economic 
depression or rise with increasing traffic in times of economic 
prosperity shall not necessarily be regarded as a reason for increasing 
or reducing rates, as the case may be; but it is hereby declareq the 
duty of the Commission, in the exercise of its sound discretion, t) 
maintain as far as possible a general level of rates which, over a 
reasonable period of years, will produce revenues consistent with the 
standard above set forth. 


The rule amended as proposed by Mr. Thom follows: 


In the exercise of its power to prescribe just and reasonable rates 
the Commission shall give due consideration, among other things 
to the existing needs of the public for adequate and efficient trans. 
portation facilities and service, to the necessity for enlarging ang 
improving such facilities and service to provide for the growing 
transportation needs of the public, to the effect of proposed rates op 
the movement of traffic and to the necessity, in the public interest, 
that the carriers furnish transportation service at the lowest rates 
consistent with adequate service and adequate provision for the trans- 
portation needs of the public; and the Commission shall, so far as 
practicable, initiate, modify, establish, or adjust rates so that the 
revenues derived therefrom will, under honest, efficient, and eco. 
nomical management and reasonable expenditures for maintenance of 
way, structures, and equipment, constitute a sufficient basis for the 
maintenance of a national system of railway transportation at all 
times adequate to the needs of the public: Provided, that the Com. 
mission shall have reasonable latitude to modify or adjust any par. 
ticular rate which it may find to be unjust or unreasonable, and to pre- 
scribe different rates for different sections of the country. The fact 
that revenues fall with decreasing traffic in times of economic de- 
pression or rise with increasing traffic in times of economic pros- 
perity shall not necessarily be regarded as a reason for increasing 
or reducing rates, as the case may be; but it is hereby declared the 
duty of the Commission, in the exerecise of its sound discretion, to 
maintain as far as possible a general level of rates which, over a 
reasonable period of years, will produce revenues consistent with 
the standard above set forth. 


Mr. Thom’s suggested amendment simply substituted the 
following for the first part of the rule in H. R. 7117 embracing 
clauses (1), (2) and (3): 


In the exercise of its power to prescribe just and reasonable 
rates, the Commission shall give due consideration, among other 
things, to the existing needs of the public for adequate and efficient 
transportation facilities and service, to the necessity for enlarging 
and improving such facilities and service to provide for the growing 
transportation needs of the public, to the effect of proposed rates on 
the movement of traffic and to the necessity, in the public interest, 
that the carriers furnish transportation service at the lowest rates 
consistent with adequate service and adequate provision for the 
transportation needs of the public. .. 


At the hearing Friday, Mr. Thom proposed a further change 
in the rate making rule of H. R. 7117 by substituting for the 
sentence beginning, “The fact that revenues fall with decreas- 
ing traffic,” the following: 


It is hereby declared a sound principle of rate making that car- 
riers shall, in times of economic prosperity, be permitted to make 
earnings which will, as far as practicable, avoid the increase of rates 
in times of economic depression. To that end, it is hereby declared 
the duty of the Commission, in the exercise of its sound discretion, 
to maintain, as far as possible, a general level of rates which, over 4 
ete a period of years, will produce revenues consistent with that 
standard. 


Mr. Thom also offered an amendment providing for crea 
tion of reserve funds by railroads earning over 6 per cent 0 
property investment in any year in cash or liquid form for 
use in lean years. He said he was not authorized to speak for 
all carriers on this amendment. 


In concluding his testimony, Mr. Thom said he was not 
authorized to favor the new rate-making rule by all carriers 
unless recapture were repealed retroactively, because there was 
a substantial element that valued the present rule of rate 
making in section 15A very highly and his entire proposal was 
interrelated. 

Valuation Repeal 


The above deals only with the rate-making rule of H. % 
7117. Mr. Thom would amend the other provisions of the bill 
relating to valuation and recapture by providing for repeal of 
section 19a of the interstate commerce act—the valuation se 
tion of the law—and by providing for retroactive repeal of the 
recapture provisions of section 15a and not simply for repeal for 
the future as provided in the bill. He said he would submit 
an amendment covering the valuation feature of the matter 
providing for repeal of section 19a but requiring the Commis 
sion to keep account of changes in property of carriers. 
the amendments indicated, H. R. 7117 would be along lines that 
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would be acceptable to the Association of Railway Executives, 
according to Mr. Thom. 

Section 15a, therefore, now stands without defenders so 
far as the Commission, the state commissions, the National In- 
dustrial Traffic League and the Association of Railway Execu- 
tives are concerned, and representatives of those groups have 
informed the House committee on interstate and foreign com- 
merce they are ready for a change along the lines indicated. 

Mr. Thom asserted again and again in the course of his 
discussion before the committee that rates were not made on 
the basis of value of the carriers’ properties but were the out- 
growth of economic forces. 

H. R. 7116, the bill containing the provision for a rate base 
to take the place of value as a rate base, said Mr. Thom, had 
practically been abandoned by the Commission as Mr. Eastman 
had stated that the majority of the Commission favored H. R. 
7117 as to the rate-making provision. No rate base is provided 
for in H. R. 7117. 

Mr. Thom said he would therefore pass on to H. R. 7117 
to which emphasis had been given by the Commission and 
other witnesses who had appeared before the committee. He 
said it was necessary that some rule be made to the end that 
adequate and efficient transportation service by railroad be pro- 
vided the public. There was no danger to the country in hav- 
ing strong railroad systems, said he, emphasizing that their 
activities were strictly regulated. 

It had been asked, continued the witness, whether 15a could 
not be repealed and rates made under section 1 of the inter- 
state commerce act, providing for just and reasonable rates. 
He said if that were done that would make regulation of rail- 
roads a government by men and not by law. Without any 
guide from Congress he said what would be determined to be 
necessary for adequate and efficient transportation service would 


depend on the character of the administrative body at any time..- 


Representative Huddleston made an inquiry to the effect 
whether adoption of a congressional guide would not be con- 
gressional rate-making to which a substantial school of thought 
objected. Mr. Thom said he was of course opposed to con- 
gressional rate-making but that what he advocated would in 
no sense be subject to that criticism. If simply “just and 
reasonable” were depended on, said he, the standard of reason- 
ableness would be determined by the Commission. He referred 
to the fact that Justice Brandeis, of the Supreme Court of the 
United States, had said there was a zone of reasonableness, 
made up of many rates, some in the lower level and some in 
the higher level of reasonableness. 


Mr. Thom said that under the rule of rate-making suggested 
by him, it was proposed in effect that Congress should say to its 
administrative body that it should select rates in the zone of 
reasonableness that would provide adequate and efficient trans- 
portation service—not those that would just escape starvation 
or those that would be too high for the shippers—but those 
that at all times would at all times assure the American public 
of adequate and efficient transportation. Asked by Mr. Huddles- 
ton whether that would not result in high rates, Mr. Thom said 
only to the point necessary to furnish adequate and efficient 
transportation. At another time he said the Commission would 
be the judge of the adequacy and efficiency of transportation. 

What he was proposing, he continued, was that Congress 
direct in effect that the Commission select from the zone of 
reasonableness the several rates applicable to different classes 
of traffic that would produce aggregate revenue that would 
Provide for adequate and efficient transportation. He said this 
Would not interfere with latitude for the Commission in fixing 
any particular rate. 


H. R. 7117, continued he, contemplated removal of value as 

a basis for making rates and that the question therefore was 

what should be the rule of rate-making—what direction Con- 

gress should give to its agent in respect to fixing rates. He said 

pene had declared such a general policy in section 500 of 

e transportation act with respect to preserving in full vigor 
th rail and water transportation. 


~ Representative Garber raised a question as to value and Mr. 
; om said that would only come in where confiscation arose. 
ol discussion with Representative Hoch, the Hoch-Smith reso- 
a was referred to and Mr. Thom said Congress there pro- 

ed that rates prescribed should be compatible with the 
Maintenance of adequate transportation. 


- Representative Nelson wished to know why a standard 

a be set up calling attention to factors favorable to the 

- Toads. Mr. Thom said that that was not the case—that it 

dias = —. public a that those things be con- 

, connectio it 

transportation n wi providing adequate and efficient 
fr. Thom discussed the origin of clauses (1), (2) 

. and (3) 

. hg rate-making rule of H. R. 7117, and pointed out that they 

® from the Commission, from section 15a and from the 
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Newton bill drafted by Mr. Fulbright, of the National Industrial 
Traffic League. The latter measure, he pointed out, dealt with 
adequacy of carrier credit. Mr. Thom said he was not wedded 
to those expressions, referring to the clauses under discussion— 
that they did not originate with him or the carriers. He said 
he was willing, in view of the fact that Mr. Garber had been 
disturbed by specific reference to credit, that the word “credit” 
not be used specifically, and he then offered his suggested 
amendment for the rate-making rule of H. R. 7117. He insisted 
that there should be a clear declaration of policy by Congress 
that revenue should be fixed at such a level as to assure ade- 
quate and efficient transportation. 

Mr. Garber said there was no dispute as to the need for 
adequate and efficient transportation service. Mr. Thom said 
it should be made clear that it was the duty of the administra- 
tive body to accomplish that result. 

Mr. Garber asked why financial interests should be con- 
sulted by the Commission as to rail credit requirements. Mr. 
Thom said he did not see why they should not be—that the 
railroads needed new money to keep abreast of requirements 
and he saw no reason why those who furnished the money should 
not be consulted. 

Mr. Thom said it was very desirable to get rid of valuation. 
Representatives Mapes and Nelson, however, indicated some 
concern over the Commission not having valuations of proper- 
ties as a check on rates. Mr. Thom said in effect that the car- 
riers generally over a period of years had to have a fair return 
on the property in order to provide adequate service. He said, 
however, that to make rates on value as required by section 
15a was not practicable. He pointed to the efforts made in the 
Hoch-Smith grain case and in the Fifteen Per Cent Case to have 
section 15a applied and said that in the grain case the carriers 
carried the matter to the Supreme Court of the United States 
with the result that the court did not pass on section 15a but 
held that the Commission should have granted a rehearing be- 
cause of changed economic conditions and that in the Fifteen 
Per Cent Case the Commission had said in effect it was not 
practicable to apply the 15a standard. 

The railroads were asking that the valuation act be re- 
pealed, said he, because if 15a were changed so as not to re- 
quire making rates on value and if recapture were repealed, 
the importance of valuation would disappear. He said valua- 
tion originally had been urged because of the belief that there 
was water in the value of the railroads. He said the Commis- 
sion’s valuation work had exploded that theory. Question was 
raised as to valuation being necessary in connection with issu- 
ance of securities. Mr. Thom said it was not necessary as the 
Commission had complete control over the issuance of railroad 
securities under section 20a of the act. He also made the point 
that the Commission was using a method of valuation that the 
carriers could not accept and that resort would have to be had 
anyway to a judicial determination of value in a confiscation 
case. 


Railroad executives were now asking the Commission, said 
he, to take a vacation with respect to valuation in order that 
the carriers might in this period get rid of valuation expense. 

Mr. Thom emphasized that he was not advocating that val- 
uation be lost sight of but that rate-making on the basis of 
value was impracticable. He said valuation would come into 
play when a carrier challenged the return on its property and 
that then it would be up to the carrier to prove value. Figures 
compiled for Mr. Thom showed that for the period 1913-1931 
the valuation work had cost the government $40,148,906 and the 
carriers, $137,778,886, a total of more than $177,000,000. 


As to pooling of carrier revenues, Mr. Thom contended that 
there was no constitutional power to require one carrier to help 
another carrier until the carrier called on to help had received 
a fair return and referred to the decisions of the Supreme 
Court in the New England divisions and Dayton-Goose Creek 
recapture cases in support of that declaration. 


Some Railroad Witnesses 


Representative Kerr, of North Carolina, appeared on behalf 
of the Warrenton Railroad Co., owned principally by the town 
of Warrenton, N. C., in favor of retroactive repeal of the recap- 
ture provisions. He explained that the railroad, three miles 
long, had been built by the town to connect with the Seaboard 
Air Line in order that the town might have rail transportation 
facilities. He said the Commission had taken $32,000 from the 
company in recapture proceedings. From 1909 to 1931, inclu- 
sive, said he, the company had paid back $164,470 to the stock- 
holders, enabling the town to maintain its own public utilities 
and very low taxes. His point was that now, however, condi- 
tions were such that, in view of motor competition and exhaus- 
tion of timber resources, the financial outlook was not so rosy 
as it had been. 

Henry I. Green, vice-president and general solicitor of the 
Illinois Terminal Co., operating the Illinois Terminal Railway 
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system, including both steam and electric lines, said the com- 
pany had just been served with notice that under the recapture 
provisions it owed $78,000 for 1926 and 1927 on one of the 
properties included in the system. He referred to the merger 
authorized by the Commission which enabled the company to 
bring into one system the old McKinley lines and part of the 
old Chicago, Peoria & St. Louis. As a condition to that authori- 
zation, however, he said the company had been required to 
deposit $800,000 in cash and $800,000 in securities with the 
Commission, to protect recapture claims against the company. 
He dwelt on the importance to the company of the release of 
that money as well as relief from the claims now asserted 
against it, and urged retroactive repeal of recapture. He told 
of the construction by the company of its modern terminal at 
St. Louis, into which from $13,000,000 to $14,000,000 had been 
put and. which would require a few more million dollars to 
complete. He said the $1,600,000 now held by the Commission 
would “come in handy” now and enable the company to go 
forward with its improvements. His plea was that retroactive 
repeal of recapture would bring great relief to the company and 
that its position in that regard was supported by those in the 
territory it served. The work on the terminal in St. Louis, he 
said, was one of the major sources of employment in that area. 

E. J. Jones, associate counsel of the American Short Line 
Railroad Association, made a brief statement relating to the 
short lines and was followed by Bird M. Robinson, president 
of the association, who urged repeal of the recapture provisions 
ab initio. He said that S. Davies Warfield, credited with being 
the originator of the idea around which section 15a was built, 
had tried unsuccessfully to get the short lines to support that 
idea on the ground that the short and weak lines would be 
the principal beneficiaries of such a system of rate-making. Mr. 
Robinson said that legislation had turned out to be a delusion 
and a snare so far as the short and weak roads were concerned, 
and that rather than having benefited by the act, they had 
been subjected to recapture of their earnings and had been put 
to great expense in defending their positions in such cases. 
He read the resolution adopted at the special meeting of the 
association February 2, urging retroactive repeal of recapture. 


Representative Hoch inquired about dividends paid by short 
lines. 

“It is not customary for short lines to pay dividends,” said 
Mr. Robinson. 

Ben B. Cain, general counsel of the association, testified in 
support of repeal retroactively of recapture and also stated 
that the association favored in principle H. R. 7117, provided 
recapture were repealed retroactively. 

Mr. Cain showed that out of 97 railroads that had paid 
recapture money to the Commission only 11 were Class I rail- 
roads and that the rest were Class II and Class III carriers. 
The eleven Class I carriers, he said, were not representative of 
that class of carriers. The eleven carriers named were the 
Bessemer & Lake Erie, the Chicago & Illinois Midland, the 
Detroit, Toledo & Ironton, the Toledo & Shore Line, the Duluth, 
Missabe & Northern, the Elgin, Joliet & Eastern, the Louisiana 
& Arkansas, the Nevada Northern, the New Orleans, Texas & 
Mexico, the Richmond, Fredericksburg & Potomac and the 
Wichita Falls & Southern. 

It was a surprising thing, said Mr. Cain, that since the act 
had been in effect, not a single representative Class I carrier 
had paid anything into the recapture fund. He said that should 
be sufficient to show that the act had not worked as it was 
intended to work. 

Following Mr. Cain a number of witnesses for individual 
short lines were heard in support of retroactive repeal of re- 
capture. 

No Friends for Present Law 


Developments in connection with the hearings on substitutes 
for section 15a of the interstate commerce act before the House 
committee on interstate and foreign commerce have disclosed 
that the rate-making section of the existing law now stands 
without advocates for its retention, so far as the principal 
groups that have always participated in hearings thereon are 
concerned. 

It has been known for some time, of course, that the Com- 
mission, the state commissions, and the National Industrial 
Traffic League desired to get rid of section 15a. It only became 
known publicly, however, this week, that the Association of 
Railway Executives and the American Short Line Railroad 
Association were ready to join in the 15a funeral procession. 
It is understood that a witness for the organized railroad secur- 
ity owners will appear before the committee next week in sup- 
port of H. R. 7117, provided the bill is amended to provide for 
retroactive repeal of recapture. That is the measure around 
which all the groups referred to have rallied, so far as the 
rate-making provisions therein are concerned, in the drive 
against 15a. 
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The position taken by Alfred P. Thom on behalf of the 
Association of Railway Executives as to 15a was received with 
surprise in some quarters. The association, it was learned, had 
authorized him to take such a position at the meeting it he 
last year at Atlantic City. Nothing was made public at that 
time, however, as to that action, and the fact that the associ. 
tion would accept a substitute for 15a, such as outlined by yy 
Thom, did not become public until this week. 


The 15a scheme of trying to make rates that will yield, “g; 
nearly as may be,” a fair return on the aggregate value of 
railroad property as determined by the Commission, said fair 
return to be stated in percentage of the value, has been trieg 
and found wanting, according to the witnesses who have ap- 
peared before the House committee, and the groups representa 
are ready to take in substitution therefor a direction from (op. 
gress to the Commission that can be used in support of argy. 
ment that the Commission must allow rates that will produce 
the revenue necessary for an adequate and efficient system of 
railroad transportation. 


The advocates of this rate-making substitute for section lia, 
however, all desire that the recapture provisions be repealed 
retroactively. Members of the committee, particularly Repre. 
sentatives Hoch and Burtness, have expressed concern, hov- 
ever, as to retroactive repeal. H. R. 7117, as introduced by 
Mr. Rayburn, provided only for repeal for the future. There 
seems to be a feeling among some members of the committee 
that with the alleged amount of money to be recaptured running 
up to $400,000,000, it would not be the thing to do to make the 
repeal retroactive. 


There does not seem to be serious opposition to a rule of 
rate-making such as has been proposed. If anything, it appears, 
there is a desire among members of the committee for a very 
simple statement as a direction to the Commission. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 23 
totaled 562,938 cars, according to the car service division of 
the American Railway Association. This was a decrease of 
10,338 cars under the preceding week, 152,536 cars below the 
corresponding week in 1931 and 299,408 cars under the same 
period two years ago. 

Revenue freight loading by districts the week ended Jan- 
uary 23 as compared with the corresponding period of 1931 was 
reported as follows:: 


Eastern district: Grain and grain products, 5,606 and 5,862; live 
stock, 1,678 and 1,946; coal, 22,460 and 35,516; coke, 1,974 and 2,736; 
forest products, 1,439 and 3,286; ore, 737 and 1,089; merchandise, L 
C. L., 50,020 and 54,155; miscellaneous, 42,433 and 54,186; total, 1932, 
126,347; 1931, 158,776; 1930, 201,434. : 

Allegheny district: Grain and grain products, 2,865 and 3,036; live 
stock, 1,379 and 1,594; coal, 26,718 and 41,348; coke, 2,020 and 3,798; 
forest products, 893 and 1,447; ore, 559 and 393; merchandise, L. C. 
L., 38,993 and 43,589; miscellaneous, 37,106 and 51,060; total, 1932, 
110,533; 1931, 146,265; 1930, 177,227. 7 

Pocahontas district: Grain and grain products, 359 and 253; live 
stock, 34 and 51; coal, 24,215 and 32,318; coke, 210 and 428; forest 
products, 617 and 814; ore, 30 and 219; merchandise, L. C. L., 5, 
and 5,935; miscellaneous, 4,723 and 5,018; total, 1932, 35,456; 1931, 
45,036; 1930, 59,731. _ 

Southern district: Grain and grain products, 2,455 and 3,068; live 
stock, 959 and 1,448; coal, 12,788 and 21,166; coke, 291 and 609; forest 
products, 7,355 and 9,923; ore, 337 and 749; merchandise, L. C. L. 
32,185 and 35,740; miscellaneous, 32,001 and 39,764; total, 1932, 
88,371; 1931, 112,467; 1930, 132,871. a 

Northwestern district: Grain and grain products, 6,357 and 9,556; 
live stock, 7,231 and 8,609; coal, 7,110 and 8,160; coke, 741 and 1,280; 
forest products, 4,200 and 10,093; ore, 67 and 240; merchandise, L. C. 
L., 21,906 and 25,741; miscellaneous, 17,540 and 23,728; total, 1932, 
65,152; 1931, 87,407; 1930, 105,000. 

Central Western district: Grain and grain products, 11,172 and 
12,678; live stock, 8,146 and 9,263; coal, 10,225 and 12,397; coke, % 
and 172; forest products, 2,682 and 4,612; ore, 1,364 and 2,133; mer- 
chandise, L. C. L., 26,258 and 28,489; miscellaneous, 28,616 and 38,263; 
total, 1932, 88,553; 1931, 108,007; 1930, 124,756. 7 

Southwestern district: Grain and grain products, 3,761 and 5,090; 
live stock, 1,624 and 1,924; coal, 3,977 and 4,901; coke, 126 and 214; 
forest products, 2,369 and 4,004; ore, 375 and 282; merchandise, L. C. 
L., 13,882 and 14,610; miscellaneous, 22,412 and 26,491; total, 1932, 
48,526; 1931, 57,516; 1930, 61,327. 

Total, all roads: Grain and grain products, 32,575 and 39,543; live 
stock, 21,051 and 24,835; coal, 107,493 and 155,806; coke, 5,452 and 9,237; 
forest products, 19,555 and 34,179; ore, 3,469 and 5,105; merchandise, 
L. C. L., 188,512 and 208,259; miscellaneous, 184,831 and 238,510; total, 
1932, 562,938; 1931, 715,474; 1930, 862,346. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 
Week ended January 9............ 572,504 713,128 862,46 
Week ended January 16............ 573,276 *725,212 Ht 
Week ended January 23............ 562,938 715,474 862,54 
ON a 1,708,718 2,153,814 2,571,962 





*Corrected figure. 
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FINANCIAL RELIEF FOR RAILROADS 


The Trafic World Washington Bureau 


The Commission has practically completed its plans for 
pandling applications for financial relief made by railroads to 
the Reconstruction Finance Corporation. It has enlarged the 
joan division of its Bureau of Finance, in charge of N. B. Haley, 
and is already having that division go over applications that 
have been made to the finance corporation. Division 4 will 
make decisions on the question whether the Commission shall 
or shall not approve applications for loans to railroads that are 
not able otherwise to obtain the money they need. 

In a broad way of speaking the Commission will handle 
applications sent to it by the Reconstruction Finance Corpora- 
tion in the manner it handled applications by railroads for 
loans from the $300,000,000 revolving fund created by section 
910 of the transportation act to help the railroads over rough 
financial spots in the post bellum period. In matters that in- 
yolved important questions of policy the entire Commission is 
expected to participate much as it does in finance matters of 
large moment placed, in the first instance, before division 4. 

Applications for loans that have been sent to the Recon- 
struction Finance Corporation have been taken to the Com- 
mission by H. J. Moulton who has been acting in liaison ca- 
pacity for the finance corporation. Arrangements made prior 
to February 2, the day on which the finance corporation was 
formally organized, were tentative but there was no reason to 
expect that any material changes would be made as a result of 
the formal organization of the government corporation, the 
directors of which are: Charles G. Dawes, Illinois; Jesse H. 
Jones, Texas; Harvey C. Couch, Arkansas; and Wilson Mc- 
Carthy, Utah; appointed by the President and confirmed by the 
Senate; Eugene Meyer, governor of the Federal Reserve Board; 
Andrew W. Mellon, Secretary of the Treasury; and Commis- 
sioner Paul Bestor of the Federal Farm Loan Board, ex officio 
members. 

The finance corporation organized itself on February 2 by 
electing the following officers: Eugene Meyer, chairman; Charles 
G. Dawes, president; George Cooksey, of the Federal Farm Loan 
Board, secretary; Hugh Leach, former manager of the Balti- 
more branch of the Richmond Federal Reserve Bank, treasurer, 
and G. A. Marr, Salt Lake City, general counsel. Mr. Marr was 
formerly general counsel of the War Finance Corporation. 
Joseph C. Mason, secretary to former Senator Deneen of Illinois, 
is to be assistant to President Dawes. Ross Bartley, secretary 
to Mr. Dawes while he was vice-president, has been acting as 
assistant to Mr. Dawes but he is to return to Chicago, where 
he has been associated with Mr. Dawes in private business. 

No formal totaling of applications for loans has been made. 
It has been estimated, however, that the total is nearly, $100,- 
000,000, a considerable percentage of which consists of applica- 
tions from railroads. 

Applications from railroads are in order to meet maturities, 
for funds to carry on work on railroads already under constuc- 
tion, and other purposes, including loans to receivers and for 
temporary financing. (See Traffic World, January 30, p. 224.) 

The Railroad Finance Corporation, created by the railroads 
to carry out the Commission’s pooling plan enunciated in its 
report in the Fifteen Per Cent Case, 1931, was set up to make 
loans to railroads to meet their fixed charges. It is not author- 
ized to make loans of the character indicated as within the 
scope of the powers of the Reconstruction Finance Corporation. 
Each railroad applicant for a loan from the Reconstruction 
Finance Corporation will have to make a showing to the Com- 
mission that it is entitled to a loan and exhibit what it has in 
the way of assets as security for the loan. Among the data 
it is understood will be required will be, as nearly as possible 
to date, income account items and balance sheet items, so that 
the Commission may know the condition of the applicant from 
its regular reports. Such items are not currently available from 
the monthly reports of the carriers to the Commission. 

The Commission on February 3 made public an order, passed 
by division 4, in respect of income account and balance sheet 
Items that was taken as having been made as an aid to the 
public interested in railway investments and somewhat in aid 
of its own work on loan applications. 

The order requires Class I carriers to make monthly reports 
about such items in addition to the reports they now make, 
within 45 days after the end of the month to which they refer. 
t At present the monthly reports are not brought down any 
urther than net railway operating income. The new reports 
— bring the data in the Commission’s files down to the net 
a In other words, present monthly reports show operat- 
rd revenues and expenses but do not show all the receipts of 
€ carriers. Only in the annual reports are the figures carried 
Own to net income. 

- Heretofore, it has been pointed out, the monthly revenue 
expense reports have enabled those interested to make 
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fairly accurate deductions as to the condition of the reporting 
carrier. That is not so now, it is said, because of the large 
amount of borrowing railroads are required to do on account 
of shrinkage in revenues by reason of the depression. The 
order directing the railroads to make the additional monthly 
reports and the schedule which is to guide the accounting officers 
of railroads, follow: 


The subject of monthly report of railways being under considera- 
tion, the following order was entered: 


1. Beginning with the month of January, 1932, all steam railways 
which have been assigned to Class I, including switching and terminal 
companies of that class, shall, in addition to the monthly reports now 
being made, report monthly the selected income and balance sheet 
items specified on annexed Schedule A which is hereby made a part 
of this order. Said monthly reports shall be made under oath on 
forms adopted for that purpose and forwarded in duplicate to the 
Bureau of Statistics, Interstate Commerce Commission, Washington, 
D. C., within 45 days after the end of the month to which they refer. 


INCOME ACCOUNT ITEMS 
Net railway operating income. 
Other income (Accts. 502 and 509 to 519, less Accts. 534 and 535). 
Total income (Items 1 and 2). 
Rent for leased roads (Acct. 542). 
Interest deductions (Accts. 546 and 547). 
Other deductions (Accts. 543, 544, 545 and 548 to 551). 
Total deductions (Items 4, 5 and 6). 
Net income (Item 3 less Item 7). 
Dividend declarations (Accts. 553 and 614). 


BALANCE SHEET ITEMS 


10. Investments other than those in affiliated companies (Total 
Acct. 707). 

11. Cash (Acct. 708). 

12. Demand loans and deposits (Acct. 709). 

13. Time drafts and deposits (Acct. 710). 

14. Special deposits (Acct. 711). 

15. Loans and bills receivable (Acct. 712). 

16. Traffic and car-service balances receivable (Acct. 713). 

17. Net balance receivable from agents and conductors (Acct. 714). 

18. Miscellaneous accounts receivable (Acct. 715). 

19. Material and supplies (Acct. 716). 

20. Interest and dividends receivable (Acct. 717). 

21. Rents receivable (Acct. 718). 

22. Other current assets (Acct. 719). 

23. Total current assets (Items 11 to 22). 

24. Long term debt maturities within 6 months.* 

25. Loans and bills payable (Acct. 758). 

26. Traffic and car-service balances payable (Acct. 759). 

27. Audited accounts and wages payable (Acct. 760). 

28. Miscellaneous accounts payable (Acct. 761). 

29. Interest matured unpaid (Acct. 762). 

30. Dividends matured unpaid (Acct. 763). 

31. Funded debt matured unpaid (Acct. 764). 

32. Unmatured dividends declared (Acct. 765). 

33. Unmatured interest accrued (Acct. 766). 

34. Unmatured rents accrued (Acct. 767). 

35. Other current liabilities (Acct. 768). 

36. Total current liabilities (Items 24 to 35). 


SO BONID OV CODD 





*Includes payments which will become due within 6 months after 
close of month of report on account of principal of long term debt 
in accounts 755-757. 


Neither the Reconstruction Finance Corporation nor the 
Commission has announced any policy in respect of publicity 
concerning the applications of railroads in particular. Thus 
far, however, neither has made public any fact about applica- 
tions for loans made by railroads. It has been admitted at the 
Commission that applications by railroads to the Reconstruction 
Finance Corporation have been sent to it. Inasmuch as the 
idea is that division 4 will deal with applications of railroads 
for loans in the matter in which applications made under sec- 
tion 210 of the transportation act were handled, the thought is 
That, however, is merely a 
thought. The language of the act, however, says that the 
finance corporation may make loans to railroads “upon the ap- 
proval of the Interstate Commerce Commission.” It may be ar- 
gued from that that whatever the Commission recommends in 
respect of applications will be transmitted to the Reconstruc- 
tion Finance Corporation, without promulgation by the Commis- 
sion, and the question of publicity in respect of any or all ap- 
plications left to the finance corporation for determination. 


Applications to the Railroad Credit Corporation are being 
filed by railroads for loans from the receipts under the Fifteen 
Per Cent Case rates. 


Federal credit aid for railway capital improvements of 
every sort in which members of the Railway Business Associa- 
tion are interested has been placed beyond question in the Re- 
construction Finance Corporation, according to Frank W. Noxon, 
secretary of the association, who worked with members of 
Congress to obtain a revision of language in the finance cor- 
poration bills to the end that loans for such improvements might 
be made. In a statement on the act, Mr. Noxon, in part, says: 


Upon approval by the Interrstate Commerce Commission, the di- 
rectors of the finance corporation are to determine whether the appli- 
cant is “unable to obtain funds upon reasonable terms through 
banking channels or from the general public,”’ and if so, and security 
is ample, may “make loans to aid in the temporary financing of rail- 
roads and railways engaged in interstate commerce, to railroads anu 
railways in process of construction, and to receivers of such rail- 
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roads and railways.” The phrase “railroads and railways’ is used 
to include interstate electric lines. 

The limitation on purposes of loans reads: ‘‘Except as provided 
in section 5A hereof’ (dealing only with acceptances, and not bearing 
on railroad loans), ‘‘no loan or advancement shall be made by the 
corporation for the purpose of initiating, setting on foot, or financing 
any enterprise not initiated, set on foot or undertaken prior to the 
adoption of this act.’’ The word “enterprise” is used because it 
occurs in the clause dealing with general business. Applied to rail- 
roads, it means a railroad as a whole, not some one undertaking of 
a railroad. Since the act explicitly embraces within its benefits ‘“‘rail- 
ways under construction,’’ the meaning of ‘‘enterprise’’ is obviously 
a new railroad as a whole; and as loans are authorized to a new rail- 
road under construction for creation of equipment, way and structures 
not in existence, it follows that loans are available to a going railroad, 
not only for modernization of its physical units or their replacement 
by better ones, but for enlargement of its facilities in any direction. 

The act in no way limits applications for loans to railroads in 
extreme distress. No matter how high a railroad ranks in strength, 
if it cannot otherwise obtain capital ‘‘upon reasonable terms,”’ federal 
credit aid is available to it. 


REDUCED RAIL WAGES 


Agreement between the committee of nine railroad presi- 
dents, headed by Daniel Willard, president of the B. & O., and 
the committee composed of the heads of twenty railway labor 
unions and brotherhoods on a ten per cent cut in pay to em- 
ployes of the principal lines of the country, and allied matters, 
was reached in Chicago the morning of January 31. Formal 
documents setting out the terms of the agreement were signed 
by the members of the two committees shortly before midnight 
of that date, ending the joint negotiations begun January 15 
and assuring the railroads of a saving in their labor cost of 
between 200 and 225 million dollars for the year beginning with 
February 1. 

Spoken of as marking the beginning of a new epoch in the 
relations of labor and its employers, the agreement was signed 
in the long, high-ceilinged Red Laquer room of the Palmer 
House Hotel, where a large part of the negotiations had been 
conducted. A long table at one end of the room was lined with 
the heads of the twenty unions, with the nine railroad presi- 
dents on the other side. In front of the table sat 170 general 
chairmen of the individual unions who remained in Chicago as 
observers and advisors to their union heads. 


In addition to providing for a voluntary acceptance by the 
labor organizations, involving approximately a million and a 
quarter men, of a ten per cent reduction in pay, the agreement 
provides for recognition and acceptance of certain provisions 
contained in a labor program, substantially as reported in the 
Traffic World, January 23, p. 185. The railroads agree to do 
“whatever may be practicable” toward stabilization of employ- 
ment by the working out of employment programs on the indi- 
vidual lines, so far as possible. Provisions are made for the 
establishment of three territorial employment bureaus, to which 
all railroads will report their needs for men, the men to be 
supplied by the labor organizations, and it has been agreed 
that joint committees be appointed to study retirement insur- 
ance, elective workmen’s compensation, and a dismissal wage. 


Acceptance of the terms of the agreement on the part of 
the employes involved assurance from the committee of rail- 
road presidents that proceedings under the railway labor act 
for a 15 per cent reduction in employe pay, thirty days’ notice 
of which was filed in December, would be dropped and that 
railroad management would “make an earnest and sympathetic 
effort to maintain and increase railroad employment.” 

Immediately after the documents had been signed, D. B. 
Robertson, head of the Brotherhood of Locomotive Firemen and 
chairman of the Railway Labor Executives’ Association ad- 
dressed two questions to Mr. Willard. One was as to the pro- 
cedure to be followed in the carrying out of the terms of the 
agreement, and as to what course the employes should pursue 
in the event developments in the application of the terms of 
the agreement required negotiations. Mr. Willard replied that 
he, himself, with the heads of the committees of the eastern 
and southern roads, would undertake to see that any such mat- 
ters find their proper channels, at least for a time. 


The second matter on which Mr. Robertson wanted infor- 
mation was as to whether Mr. Willard and the other members 
of his committee would lend their aid in ringing about adjust- 
ments paralleling those covered in the documents signed, on 
lines not represented by the rail committee. It was pointed 
out that there were terminal lines, short lines, class II rail- 
roads, and even some class I roads not represented at the con- 
ferences. Mr. Willard gave a satisfactory reply. 

Mr. Willard announced that the negotiations were at an 
end, and the photographers and newsreel men got to work. 

At the morning session of the two committees, acceptance 
by the union employes of the conditions imposed by the rail 
heads was set forth in a letter from Mr. Robertson to Mr. Wil- 
lard in the following terms: 


After a painstaking review of the proposals and arguments which 
have been ably and forcibly presented in behalf of the railroads, we 
feel compelled to reiterate our previous opinion that as a matter of 
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pure right and justice the railway employes could not be called upo 
to agree to a ten per cent reduction of their meager earnings, Nor 
do we wish to give any assent to the theory that wage reductions 
are to be regarded ordinarily as the appropriate means to Promote 
prosperity. We cannot believe that the public welfare is advance 
by reducing the purchasing power of labor. 

But, with a profound sense of our responsibility to the Workers 
whom we represent and to our country, we have weighed the urgey 
needs of the railroad industry and the demands of the public Welfare 
in this present unparalleled situation against the individual Sacrifices 
requested of the railroad employes. In the hope that our action may 
improve the health of our industry, may improve the cooperatiy, 
relations of management and employes, may stimulate a revival o 
business, and may advance the general welfare, we have decided to 
accept the proposal of the railroads to the employes whom we repr. 
sent, that— 

Ten per cent shall be deducted from each pay check for a periog 
of one year, beginning February 1, 1932; 

Basic rates shall remain as at present; 

This arrangement shall terminate automatically January 31, 1933 


A formal statement issued by Mr. Willard at the conclusion 
of the negotiations follows: 


The conference which has been going on for more than two weeks 
between the committee of 21 railway labor executives and the com. 
mittee of nine railroad presidents was brought to a successful con. 
clusion this date. 

The principal subjects discussed during the conference had ty 
do with unemployment, stabilization of employment and a reduction 
in wages. While the committee of railroad presidents found itself 
unable to accept the entire program submitted by the committee 
of labor executives, nevertheless an accord was reached concerning 
a number of matters relating to unemployment and the stabilization 
rd :~ ne which it is believed will have a far-reaching influence 
or good. 

The proposal submitted by the railroad presidents contemplated 
that 10 per cent should be deducted from each pay check of all persons 
in the employ of the railroads and represented in the conference, for 
a period of one year, basic rates to remain as at present, and the ar- 
rangement to terminate automatically 12 months after the plan be- 
comes effective. Of course, no one likes to have his income reduced, 
whether he receives it in the shape of wages, salary, interest or 
dividends. Even so, after giving the matter careful consideration the 
committee which was authorized to speak for organized labor on the 
railroads agreed to accept the deduction for one year as proposed. 
While it was natural that they should feel that their earnings were 
not too high, nevertheless, having in mind all the circumstances and 
conditions at the present time, they were willing to accept the deduc- 
tion, believing that it might contribute towards bringing about that 
revival in business which we are all so anxiously awaiting. 

The agreement could not have been brought about but for the 
earnest and sympathetic cooperation of the representatives of organ- 
ized labor. During the conference many meetings and discussions 
took place, and never at any meeting or during any discussion was 
there evidence of irritation or anything approaching a contentious 
attitude on the part of anyone participating therein. No conference 
could have been conducted on a higher plane or with greater con- 
sideration shown by each side for the views held and expressed by 
the other. 

The successful termination of this conference will mark a distinct 
epoch in the matter of labor relations. 


SIX-HOUR DAY BILL 


Representative Karch, of Illinois, has introduced H. R. 8692 
to take the place of H. R. 8329, previously introduced by him, 
providing for a six-hour day on the railroads. 


HOURS OF YARDMASTERS 


Senator Brookhart has introduced S. 3476, a bill to provide 
for establishment of an 8-hour day for yardmasters of carriers. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Carl Runge, Mason, Texas; Harold T. Anderson, 
Memphis, Tenn.; Charles L. Andrus, New York, N. Y.; Talcott 
M. Banks, Jr., Boston, Mass.; Martin Barrow, Vandalia, Mo.; 
Jos. F. Beran, Chicago, Ill.; J. H. Berman, Montgomery, Ala.; 
Thomas G. Bugan, Chicago, Ill.; Henry C. Bogle, Detroit, Mich.; 
Joseph E. Bouchard, Bonne Terre, Mo.; J. Fred Chambers, 
Forest, Ohio; Earle P. Cole, Galveston, Tex.; Bryan Cumming, 
Augusta, Ga.; Jerome A. Denier, Cincinnati, Ohio; Charles F. 
Dutch, Boston, Mass.; John B. Gest, Philadelphia, Pa.; George 
Martin Gunderson, New York, N. Y.; Blaine Hallock, Baker, 
Oregon; Clyde O. Heinley, Hutchinson, Kans.; B. H. Henshall, 
Washington, D. C.; Texas Ruff Hodges, Cedar Key, Fla.; Joseph 
J. Johnson, Peoria, Ill.; David Kachman, New York, N. Y.; Eatl 
King, Memphis, Tenn.; R. E. King, Memphis, Tenn.; Hoyt Webb 
Lark, Providence, R. I.; Ernest J. Leger, Chicago, Ill.; Milton 
B. Levin, Newark, N. J.; William Montgomery Mayo, Somerville, 
Tenn.; F. B. McConaughy, Cincinnati, Ohio; Benjamin M. McLy- 
man, Providence, R. I.; Leo F. Murphy, Winona, Minn.; Cecil 
Athelstane New, Memphis, Tenn.; Joseph F. Nichols, Greenville, 
Tex.; Thomas Nicholson, Boston, Mass.; James E. O’Mara, Ne¥ 
York, N. Y.; Joseph George Regis, Chicago, Ill.; Samuel D. 
Rhem, Memphis, Tenn.; Julian B. Salley, Aiken, S. C.; J. Wade 
Sellers, Montgomery, Ala.; John C. Shields, Detroit, Mich. 
J. Harry Shoup, Peoria, Ill.; Killough K. Smith, Ft. Worth, Tex, 
Marion B. Stahl, Chicago, Ill.; Paul R. Taylor, Rochester, N. Y.; 
Warren J. Taylor, Cheyenne, Wyo.; Frank G. Tompkins, Colum 
bia, S. C.; Joseph Howard Townsend, Memphis, Tenn.; William 
H. Tynan, Long Island City, N. Y.; I. Vernon Weisbrod, Ne¥ 
York, N. Y.; Daniel D. Weymouth, Washington, D. C. 
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PARCEL POST RATES 


The Traffic World Washington Bureau 


Arguments were made February 4 in No. 24092, in the 
matter of proposed changes in rates and regulations affecting 
fourth class mail matter on the rate phase of the case. The 
part of the case pertaining to increased weight and dimension 
of packages Was disposed of by the Commission, in favor of 
the Post Office Department, in a report made last July in 176 
1 ¢. C. 569. The increases and decreases in rates sought by 
the Postmaster General in his application to the Commission 
and the present rates are shown in the following table: 





Addi- 
Initial Lb. Rate tional Lb. Rate 
Zones Pres. Prop. Pres. Prop. 
sca aicain bisa te Mais Wie Daina hw as alee 7 4 0.5 0.5 
taal SOC OR ern Pe ee 7 8 1 1.1 
PIII 5 oven astra iareiaigla eta vora ia Sint naw elev Sos 8 9 2 2 
Sees ere enna cere 8 10 4 3.5 
SE ets ails wk eae ree wie aula ea ae wee 9 11 6 5.3 
ee ery ere eee 10 12 8 7 
El Pe ne er ree ny ere 12 14 10 9 
I, kas ee wad saan meen eee weae 13 15 12 11 


The changes sought are subject to the proviso that the 
postage on matter mailed on rural routes shall be two cents 
a parcel less for local delivery and three cents a parcel less for 
other than local delivery. There is a further proviso that in no 
case shall the postage rate on any parcel exceed one cent for 
each ounce or fraction thereof. 

Time was assigned for oral presentation to J. C. Wise, for 
the Post Office Department; Luther M. Walter, for the National 
Industrial Traffic League et al.; Curtis N. Smith, for the Amer- 
ican Seed Trade Association, and Charles H. Butler, for George 
W. Harriman. The last mentioned presented a plan for the 
making of parcel post rates on a basis other than that now in 
use. 

Briefs were presented on behalf of the National Industrial 
Traffic League, National Council of Business Mail Users, Bloom- 
ington Association of Commerce, Oakland Chamber of Com- 
merce, Sears, Roebuck & Co., Montgomery Ward & Co., Larkin 
Co. Inc., Chicago Mail Order Co., National Retail Dry Goods 
Association, Frank E. Davis Co., Chain Store Traffic League, 
International Forwarding Co., Walter Field Co. et al. in one 
group; Railway Express Agency, Inc., Brooklyn Chamber of 
Commerce, American Seed Trade Association and the Post- 
master General. 

The Postmaster General contended that the present fourth 
class mail rates applicable in the first, second and third zones 
were not compensatory. In his opinion the loss incident to the 
rates to those zones entered directly into the excess of the 
Post Office Department’s expenditures upon fourth class mail 
over the revenue derived therefrom, which, it was submitted, 
had been shown by an overwhelming preponderance of evidence. 
Therefore it was argued that the Commission might not with- 
hold its consent to the proposed changes. 

The Brooklyn Chamber of Commerce maintained that the 
requirements, provisions and conditions embodied in the statute 
under which the Postmaster General initiated this proceeding 
had not been satisfied, complied with or provided. Therefore 
it asked the Commission to refuse consent to any and all the 
changes in rates for which the Postmaster General had asked. 

Opposing the changes requested by the Postmaster General, 
the Railway Express Agency, Inc., the Southeastern Express 
Co., concurring, said that the obvious purpose of the proposed 
readjustment in rates was to attract additional business from 
other transportation agencies, rather than to put the business 
now handled on a self-supporting basis. It asserted that the 
Proposed readjustment would be inadequate to insure the re- 
celpt of revenue sufficient to pay the cost of service. It said 
that an essential industry such as express had been giving for 
seventy-five years should not be crippled and rendered less able 
to continue its function of public service by any unwarranted 
eran of government activity in the transportation field. 
og Was especially true, the agency contended, where there 
2 Ay sound basis for the hope that such extended activity 

ould put the government operations on a self-supporting basis. 
tt — seed association pointed out that the industry for which 
oo ? — had always been a very large user of parcel 
~ne added that inasmuch as one of the Post Office Depart- 
tion pore gs cost factors was the cost of railway transporta- 
by the oe was based upon space, the relatively higher weight, 
yf Fone ic foot, of seeds caused a greater net operating ratio 
seesent produced by other classes of traffic. It said that the 
io depression, the insufficient and/or inaccurate 
a of estimated losses of revenue in the operation of 
iaintesten setulae — things, persuaded it to urge the 
0 
the Pesteenetne aaeean S assent to the changes proposed by 


The National Industrial Traffic League and those joined 
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with it said that the net result of corrections in the revenue 
and expenditure items of the cost ascertainment, so far as parcel 
post was concerned, was that even on the basis of data avail- 
able under the cost ascertainment made by the Post Office De- 
partment, as corrected on parcel post matter, the revenue was 
$156,998,471 and the expenditures $122,079,268, with a resulting 
profit of $34,919,203. The Post Office Department attributed a 
considerable part of the departmental deficit to the parcel post 
part of its service. The League said it was obvious that the 
course which the department had taken in proposing an in- 
crease in rates would result in a reduction in revenue and not 
an increase, by driving merchandise from the mails. They 
said the Commission might well deny its consent and make a 
suggestion to the Postmaster General that operation under 
present rates be continued and that further consideration be 
given to increasing the list of mailable articles. 

The League and those who subscribed to that brief said 
that if consent were given to any change in rates, the change 
should not become effective until those expected to pay the 
increase had had ample opportunity to adjust their price lists 
to the increased rates. To that end any consent announced 
prior to March 1, they said, should not be effective before July 
1 and, if after March 1, not before January 1, 1933. 


CANADIAN TRAFFIC LEAGUE 


Competition between rails and highways, inland waterway 
development, and many other transportation subjects of cur- 
rent interest were discussed at the annual meeting of the 
Canadian Industrial Traffic League at the Mount Royal Hotel, 
Montreal, January 28. The organization went on record as 
opposed to development of the St. Lawrence shipway, at the 
present time, and opposed further regulation of highway 
transportation, pending investigation by an impartial body, 
appointment of which was suggested, of proper allocation of 
payment by different classes of highway operators for use of 
the highways: 

Considerable time was given to consideration of facts to 
be presented to the Royal Commission on Railways and Trans- 
portation, now investigating transportation conditions in 
Canada. Material to be submitted by the League was not made 
public, however. 

The report of the committee on highway transportation, 
which was adopted, pointed out that in 1920-21, annual debt 
charges (highway debentures) on highways and maintenance 
amounted to $13,976,225 and that total revenue received from 
motor vehicle taxes and gasoline taxes amounted to $5,887,458. 
For the year 1929-30, the corresponding figures were shown as 
$51,871,982, with gasoline and vehicle license taxes producing 
$40,072,799. : 

“The above statement clearly shows,” says the report, ‘that 
the revenue from gasoline tax, motor vehicles licenses, etc., 
falls far short of the maintenance and debt charges. As the 
gasoline tax should not be considered as a tax but rather as 
an expense of doing business, the net revenue (for 1929-30 for 
motor vehicles licenses, etc.), is approximately 39 per cent of 
the debt and maintenance charges, while the other 61 per cent 
must be taken from capital funds of which the railways are 
heavy contributors. The railways, through their payment of 
taxes and through their expenditures for the country’s welfare, 
are helping to subsidize the motor carriers and furnish traffic 
for them. The highway carriers get a free right of way pro- 
vided out of public taxes for which they do not have to spend 
anything for maintenance, while the railways provide their 
own right-of-way, with heavy maintenance charges.” 

On the other hand, it is stated, motor transportation has 
developed as it has, due to public demand. Presenting the 
matter from the standpoint of the highway operator, the report 
has the following to say: 


Since 1920 the provincial governments have constructed many 
miles of highways and with this construction have come the truck 
and bus. Unquestionably the highways have changed the whole 
method of carrying on business, Prior to the advent of good roads, 
manufacturers, wholesalers and retailers purchased and carried large 
stocks of goods, but the good roads have brought the shipper and 
buyer closer together in the matter of transportation and they find 
it is not now necessary to carry large stocks as the highway trans- 
port can furnish a door-to-door service in a very short time. This 
new form of transportation would not have existed for ten years 
if the public were not demanding it and while it is true that some 
of the business has been taken away from the railroads by some 
truckers quoting lower rates than that which the commodity is 
carried by rail, still there is a big demand for highway transporta- 
tion service at rates higher than rail. As an example: During 1930 
there entered the stock yards at Toronto by truck approximately 
401,000 cattle, 60,000 hogs, 65,000 sheep and lambs, 35,000 calves, a 
total of 647,000 cwt. These were delivered at a cost to the producer of 
from 40 cents to 60 cents cwt., according to distance or an average 
of 50 cents per cwt. as compared to railway rates of from 10 to 
20 cents per cwt., or an average of 15 cents cwt. These figures 
therefore show that the charge paid for transporting this live stock 
by truck was approximately $226,450 in excess of that charged by 
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the railways. The producers claim that this difference is made up 
through the saving in weight and service. 


Opponents of highway transportation, it is stated, urge 
enactment of provincial and federal regulation. The automotive 
industry itself does not object to “such regulation and taxation 
as is not unreasonable, unfair, and inequitable, either as a result 
of prejudice or a desire to assist some other transportation 
agency,” the report declares. 

In conclusion, the report says: 


Your committee is of the opinion that this whole case needs to 
be examined from the standpoint of the public interests and not 
those only of the railways, on one hand, or motor transport, on the 
other. It is a generally admitted fact that transportation of goods 
and people by highway is here to stay. Therefore, if this is the case, 
how can the situation be handled in the best interests of the public? 
The suggestion is made that motor carriers should be taxed on a 
basis conmensurate with the railways. Your committee feels that 
with two systems so essentially unlike that it would be almost im- 
possible to arrive at a system of taxation which would equalize them 
competitively. Up to the present it has not yet been established 
by any competent authority the amount of damage done to the 
highways by trucks and busses or the amount which these vehicles 
should contribute towards the maintenance and repair of the roads. 
Another suggestion and request made is that strict regulation would 
solve the problem from the standpoint of alleged unfair competition. 
Your committee doubts if regulation beyond a certain point, as sug- 
gested by many, would have any degree of success. In the case of 
the railways, they are now subjected to dominion legislation, while 
the trucks and busses are under the control of the provincial gov- 
ernments. If regulation, as suggested, was enacted, it would take 
an army of men to enforce it, therefore creating a heavy additional 
expenditure on the provinces. If a classification and set of rates 
was worked out we doubt if all the transport operators would live 
up to it. If this is the case this phase of regulation would not be 
very effective. 


The following recommendations were adopted: 


1. That the provinces be petitioned and requested that no fur- 
ther major changes be made in their present regulations affecting 
motor commercial vehicles until such time as the Duff commission 
has had an opportunity of completing its investigation into the rail- 
way situation in Canada. 

2. That the operators of commercial motor vehicles on highways 
be subject to reasonable taxation and regulation, and that the prov- 
inces either collectively or individually endeavor to obtain through 
competent authority an estimate as to what amount the operators 
of different classes of motor vehicles should contribute to the prov- 
inces towards the construction and maintenance of highways before 
— effective any further regulations or taxation on said motor 
vehicles. 

3. That the provinces now having regulations for operation of 
motor vehicles on their highways should endeavor to strictly en- 
force such regulations before any further regulations are proposed. 

4. That the railways further investigate the possibilities in con- 
nection with the coordination of rail and motor facilities. 

5. That the provincial governments be petitioned with the request 
that the Canadian Industrial Traffic League be permitted to have 
access to any future legislation respecting motor transportation be- 
fore same is adopted. 


St. Lawrence Waterway 


Declaring that “it would seem that we could better afford 
to subsidize even further the rail carriage of grain, than incur 
a major capital expenditure of doubtful value which appears 
likely to seriously affect existing transportation systems,” the 
committee on inland waterways recorded its opposition to devel- 
opment of the St Lawrence waterway project The subject was 
said to be one of extreme importance to every citizen of 
Canada, “and most certainly to the members of the Canadian 
Industrial Traffic League.” 

In summarizing considerations opposed to the development, 
the report, which was adopted, continued: 


The country cannot, as we see it, do without railways and if we 
must have them we must either pay for them or make them self 
supporting. The country has a tremendous burden at the present 
time in the Canadian National system, and it is only right that we 
should point out that this burden is largely an outgrowth of earlier 
follies: It is not our purpose to enter into a discussion of the growth 
of railways in Canada as it is useless to say that we have one-third or 
two-thirds more railway mileage than we need; the fact remains 
that we have that mileage. It would be reasonable for this commit- 
tee to point out that the establishment of a modern waterway 
will merely bring about greater competition with the railway systems 
with a further loss of revenue both to the state owned system and 
that of the Canadian Pacific. 

At the present time the cream of the railway traffic has been 
largely lost to highway transportation. Is it to be the policy of the 
government of Canada to further subsidize another transportation 
route to deprive the railways of tonnage they need? Much remains to 
be done in regard to putting highway and rail traffié on a proper 
and equitable footing and for the railways to realize the changed con- 
ditions; these are matters which are not for this committee to enter 
into except as they may affect the issues involved. This committee 
cannot, however, too strongly depreciate a scheme that does not com- 
prehend these factors. 


A special committee on control of international rates went 
on record as being in agreement with the report on the same 
subject adopted by the National Industrial Traffic League at 
its last annual meeting, quoting action taken by the latter or- 
ganization, in which it was declared: ‘We, therefore, are con- 
vinced that the League should not support such meaningless 
gestures as the McLeod and Odette bills, and get along as well 
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as we may without forcing a showdown on a question thy 
might well be disastrous to all shippers using internation) 
rates.” The present would be the least opportune time fp, 
embarking on an experiment for the regulation of internationg 
rates, it was said. The report was adopted. 

The report of the membership committee showed that the 
organization had had a net gain of 10 members in the year, ther 
having been 13 resignations and 23 new members taken jp 


Officers Elected 


The following officers were elected: President, T. F. Rahijly 
traffic manager, Algoma Steel Corporation, Ltd., Montreal; yice. 
president, J. K. Smith, manager, transportation bureau, Montreg 
Board of Trade; treasurer, H. W. Blahout, traffic manager, Dy. 
lop Tire and Rubber Goods Company, Ltd., Toronto; auditors 
W. Ferguson, Colgate-Palmolive-Peet Co., Ltd., Toronto, and J 
H. Hiscox, traffic manager, T. Eaton Co., Ltd., Toronto; exec. 
tive council, B. J. Murphy, Link-Belt, Ltd., Toronto; W, R 
Caldwell, Canadian Canners, Ltd., Hamilton; Geo. Wison, Do. 
minion Rubber Company, Ltd., Montreal; A. D. Huff, g;, 
Canadian International Paper Company, Ltd., Montreal; G, fF 
W. Brazier, Drummond, McCall and Company, Ltd., Montreal: 
J. F. Hamilton, Canada Cement Company, Ltd., Montreal, wy, 
Cunningham, Imperial Tobacco Company of Canada, Ltd., Mon. 
treal; P. J. Legge, T. McAvity and Sons, Ltd., Saint John; W.¢ 
Thompson, Goodyear Tire and Rubber Company of Canada, Lid, 
New Toronto; C. H. McHarg, Firestone Tire and Rubber Con. 
pany, Ltd., Hamilton; Prof. W. T. Jackman, University of 
Toronto, Toronto; C. A. Burnett, Willys-Overland, Ltd., Weston, 


N. A. R. U. C. POLICIES 


Members of the California, New York and Wisconsin com- 
missions who were unable to persuade the National Association 
of Railroad and Utilities Commissioners at its annual meet- 
ing at Richmond, Va., to change its ways (see Traffic World, 
October 24, 1931, p. 877), have renewed their effort in that di- 
rection to the extent of asking state commissioners for an 
expression of their views on the matter. They have dispatched 
a letter to other state commissioners asking for an expression 
of opinion. 

“We must place regulation within our states ahead of mem- 
bership in the national association,” says their letter. “Wher 
the association imperils state regulation, as we are convinced 
it now does, either the association must change its course or we, 
as state members, now see no alternative but to withdraw.” 

The letter is signed by the five members of. the California 
commission, by Milbo B. Maltbie, chairman of the Public Service 
Commission of New York, and three members of the Wisconsin 
commission, Theodore Kronshage, Jr., A. R. McDonald and 
David E. Lilienthal. It reviews the efforts made at the Rich 
mond convention by the commissioners of the states mentioned 
and Paul A. Walker, of the Oklahoma commission, to persuade 
the association to limit proceedings before the convention to 
members of the association; to have all annual conventions held 
at Washington, and to have the association discontinue super- 
vision of material in publications devoted to utilities reports. 
Then they said: 

We have given serious consideration to this crisis in the affairs 
of the association. We believe that there should be a change in 
the association’s policies on these subjects, and furthermore, we be- 
lieve that there are many other commissioners who, upon delibera- 
tion, will entertain similar views. 

At the Richmond convention some of the states were not repre- 
sented by delegates, and many members were unable to be present. 
It is also quite probable that many of the delegates failed to realize 
the significance of the three resolutions which were so overwhelm: 
ingly defeated. The undersigned, therefore, are taking this method 
of bringing these issues directly to the attention of every member 
of the association and of urging all commissioners who are genuinely 
interested in protecting and promoting the cause of effective regula- 
tion to support this program. “ 

There are incalculable benefits which could be derived from C0- 
operative discussion between commissioners of various states of 
pressing regulatory problems, and these benefits we earnestly desire. 
But what benefits are we as commissioners or the states we [rep- 
resent receiving from the meetings of the association as presently 
conducted? What benefits are there other than those flowing from 
pleasant vacations at public expense? 


LAW OF LOSS AND DAMAGE CLAIMS 


A third edition of the Law of Loss and Damage Claims, by 
H. C. Lust, has been published by H. C. Lust and Company, 
Chicago. In compact, available form it compiles essential it 
formation on the subject and includes an appendix covering 
various legal phases involved in handling claims in court and 
before the Commission. In addition to separate chapters % 
“Control and Regulation of Carriers,” ‘Negligence Duriné 


Transportation,” “Liability After Arrival at Desination,” and 
other matters, what courts have actually held in thousands 0 
cases are covered and there are separate chapters dealing wit 
burden of proof and liability of the carrier on damaged ship 
ments on which its record is clear. 
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February 6, 1932 


MOTOR VEHICLE REGULATION 


The Traffic World Washington Bureau 


Members of the Senate interstate commerce committee, 
February 1, at the opening hearing on S. 2793, Chairman Couz- 
ens’ motor vehicle-common carrier control bill, indicated that 
they wished to be shown that the extent of interstate motor 
truck operations was such as to justify federal regulatory legis- 
lation. The bill, aside from the regulation of acquisition of 
control of common carriers, provides for regulation of inter- 
state bus operations and for restricted regulation of interstate 
motor truck carriers. 

Leo J. Flynn, attorney-examiner of the Commission, author 
of the recent proposed report in No. 23400, coordination of mo- 
tor transportation, was the first witness. 

Chairman Couzens explained that members of the commit- 
tee, before taking up the bill in detail, wished to get a complete 
picture of motor transportation in conjunction with railroad 
transportation, and that Mr. Flynn had been asked to present 
the results of his study. 

Mr. Flynn said he would make a factual statement and that 
questions as to policy and details of the bill would be left for 
answer by members of the Commission. He told of the investi- 
gation in No. 18300, motor truck and motor bus transportation, 
in which he prepared the proposed report, and said the Com- 
mission had followed his recommendation except as to motor 
trucks because it did not feel (in 1928) that there appeared to 
be public need for regulation of interstate truck operations. Mr. 
Flynn had recommended legislation covering both busses and 
trucks. 

In Ex Parte 103, the Fifteen Per Cent Case, continued the 
witness, there was considerable testimony with reference to 
motor vehicle competition with the railroads, and the competi- 
tive transportation was discussed by the Commission in its last 
annual report to Congress. In its decision in that proceeding, 
said he, the Commission directed the attention of Congress to 
the question of proper regulation of all transportation agencies. 

Mr. Flynn said No. 23400 was instituted because of the in- 
creasing use of motor vehicles by railroads and of complaints 
of competing motor lines against activities of the railroads in 
connection with motor vehicle operations. He then proceeded 
to bring before the committee some of the principal facts de- 
veloped in the investigation. In the course of his statement he 
was interrupted frequently by members of the committee ask- 
ing questions and discussing among themselves some of the 
points involved. 

When Mr. Flynn outlined the various ways in which rail- 
roads had engaged in motor vehicle operations, that is, through 
subsidiaries, through stock interest, by contract with inde- 
pendent motor companies, and directly, Chairman Couzens asked 
whether the railroads could lawfully engage in motor transpor- 
tation. The witness replied that in his recent report he had 
queried the right of the railroads to substitute station-to-station 
motor vehicle service for rail service and expected argument 
on that question before the Commission. 


Senator Wheeler, of Montana, referred to a letter received 
by him stating in effect that only two per cent of the motor 
traffic would be affected by the bill because most of it was 
intrastate business. Mr. Flynn said there was no way at this 
time of arriving at the exact amount of interstate operations 
because there were no reports required as to those opera- 
tions. He said the best figures would be those showing revenue 
for tonnage transported. Senator Couzens believed that such in- 
formation could be obtained under a permit system for the 
operation of interstate carriers. 


Evasion of State Regulation 


Evasion of state regulation by operators crossing and re- 
Crossing state lines was discussed. In answer to Senator Wag- 
her of New York, the witness said about 47 states had some meas- 
- of regulation of busses but that only a few had done much 
oo rates of trucks. Asked what percentage of the 
“ey 2 of the United States moved by truck, Mr. Flynn replied 
rsa ere were no figures of record as to that. It was stated 
fie et Willard of the Baltimore and Ohio had testified 
a cacy gpd Senate committee that it had been estimated 
Pha 3 per cent of the traffic moved by truck. Mr. Flynn 
se €d out that estimates had been made but that there 

8 no record of the volume of the traffic and that the value 


of the estimates depended on how they were made. 
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Chairman Couzens here remarked to the effect that all this 
indicated that there must be obtained some record of the 
business transacted by common and contract truck carriers if 
Congress was to legislate intelligently so far as rate-making 
was concerned. 

There wag discussion among the committee members of a 
proposal by Senator Brookhart, of Iowa, that Congress pass a 
joint resolution leaving to the states regulation of interstate 
operations in those cases where the operations Were made in- 
terstate to evade state regulation. It was finally decided that 
that was a legal question that could be considered later. 

Asked by Senator Dill, of Washington, as to certificates of 
public convenience and necessity, Mr. Flynn said he had recom- 
mended that certificates be required of common carrier busses 
and trucks. He said he also believed rates should be regulated. 


Losses of the Railroads 


Testimony in No. 23400 as to traffic and revenue losses suf- 
fered by railroads on account of motor competition was re- 
viewed by the witness. It was in L. C. L. traffic that truck compe- 
tition was felt most, said he. He also went into the decline of 
passenger traffic. 

In the period of 1921-1929, passenger revenue dropped $279,- 
304,000, and 1. c. 1. freight traffic declined 14 per cent, accord- 
ing to the witness. Senator Brookhart asked what proportion 
of the total rail traffic was l. c. 1. In 1930, said the witness, 
l. c. 1. freight was 2.6 per cent of the total tonnage and the 
revenue from that tonnage was 10.6 per cent of the total. He 
said that was why revenue figures would reflect the situation 
as to the effect of truck competition better than tonnage 
figures. 

“How would any regulation cure the loss of Il. c. 1. traffic 
by the railroads?” asked Senator -Wheeler. 

Mr. Flynn said he did not think that regulation would bring 
back to the railroads 1. c. 1. traffic in its entirety and pointed 
out that there had been substantial changes in methods of dis- 
tribution whereby the truck was obtaining traffic on account of 
the more expeditious service. 

Reference was made by Mr. Flynn to testimony of the busi- 
ness agent of the Chicago truckers’ union as to the rather cha- 
otic condition of the trucking industry in the Chicago area. 
The agent urged regulation to cure the evils of the situation. 

Senator Wheeler said some one had told him how l. c. 1. 
shipments were consolidated into carload lots and that ship- 
pers thus obtained lower rail rates. Mr. Flynn said he had 
recommended that freight forwarding companies be brought 
under the jurisdiction of the Commission. Mr. Wheeler wanted 
to know why the railroads could not perform such service for 
shippers. The witness said he understood some railroads had 
an interest in freight forwarding companies. He said the evil 
of the freight-forwarding situation was that all shippers were 
not charged the same rate and that the way was open for what 
amounted to rebating and discrimination. He pointed out that 
he had recommended that the railroads should consider using 
the Railway Express Agency for handling all 1. c. 1. freight 
“with expedition in service and reduction in charges to the 
shipper.” 

Short lines, said the witness, had been hit the hardest by 
motor competition. 


Mr. Flynn continued his testimony before the committee 
February 2, bringing to the attention of the committee addi- 
tional facts developed in connection with the Commission’s in- 
quiry into the motor vehicle situation. 

Chairman Couzens asked whether the railroads would not 
be in a better position to meet motor competition if the rail- 
roads were freed from restrictions that prevented them from 
making rates to met such competition. Mr. Flynn said that 
unquestionably the railroads would be in a better position to 
meet such competition if they were not subjected to the restric- 
tions now imposed on them. 

Senator Fess asked whether there was any danger of the 
railroads passing out as a transportation agency in view of the 
increasing diversion of business to other agencies. The witness 
said he did not think there was any possibility of that taking 
place but that probably with the coordination and use of motor 
vehicles the position of the railroads would be strengthened. 

Attention of the committee was directed by Mr. Flynn to 
the increase in the limits of truck operation. He said that 
until the last few years truck competition was limited to rela- 
tively short hauls and to traffic which had generally moved 








PAGE 290 





over the rails in L. C. L. lots. In the last two or three years, 
however, he said, trucks had made inroads into railroad car- 
load traffic, and there had been an increase in the limits of 
truck operation. He said it now appeared to be from 250 to 
300 miles on regular routes, although there were some regular 
routes up to 500 miles. 

Mr. Flynn pointed out that in his proposed report in No. 
23400, he had recommended regulation of motor busses and 
motor trucks operating for hire on the highways and added that 
it was believed that this step would be in the public interest 
and in the interest of stabilization of dependable transportation 
by motor carrier as well as railroad. 

Trucks operated by or controlled by railroads should be 
regulated, said Mr. Flynn. He said some railroads competed 
with contract trucks in rate cutting through their motor truck 
subsidiaries and that if these conditions were permitted to 
continue and expand without some restraint, it would lead 
almost certainly to something akin to the chaotic condition in 
rate structures and competitive conditions which were referred 
to in the hearings in the motor investigation. 

Mr. Flynn referred to the question of public interest in 
proposed regulation of the motor vehicle and to a communica- 
tion received from the transportation committee of the Repub- 

‘ lican Club of Dobbs Ferry, N. Y., as to motor bus and motor 
truck traffic on the Albany post road, urging regulation. 

Railway employes had a special interest in the matter of 
rail and motor services, said he. Under federal regulation of 
rail transportation, he pointed out, many protections for the 
safety of the employes had been required, and machinery also 
had been provided for handling questions relating to wages and 
working conditions. He said if employes might serve in motor 
vehicle operations without any regulation as to training, hours 
of service, or wages, which was not conducive to public safety 
or safety of employes, and furnish a service competing with 
that of rail carriers, it would tend to have a destructive effect 
on wages and working conditions in rail transportation. He 
said criticism was voiced in the investigation as to long hours 
of duty required of drivers of motor vehicles for hire and the 
lack of laws regulating the hours of service in motor vehicle 
operations. 

Lack of uniformity among the various states with respect 
to regulations governing motor vehicle sizes, weight, speed, 
loads, lights and safety devices was pointed out by the witness. 

The question of taxation of motor vehicles operating for 
hire was discussed by Mr. Flynn. He pointed out that the Com- 
mission had recommended that Congress provide for an impar- 
tial investigation into the competitive transportation situation, 
in which the facts as to taxation and other matters might be 
developed. 

Motor Vehicle Industry 


Opposition to federal regulation of motor trucks “as unde- 
sired by the public and as useless in aiding the railroads” was 
voiced on behalf of the motor vehicle industry by T. R. Dahl, 
vice-president, White Motor Truck Company, and member of 
the motor truck committee, National Automobile Chamber of 
Commerce, testifying before the Senate committee on inter- 
state commerce, February 3. 

Mr. Dahl said the motor industry favored the enactment 
of a law providing for reasonable federal bus regulation for the 
benefit of the public and permitting the uninterrupted develop- 
ment of that transportation facility without regard to compe- 
tition by other types of transportation. 

“Motor trucks, however, provide an entirely dissimilar type 
of service and their regulation by the states has not been 
successful,” said Mr. Dahl. 

“The primary difficulty has been that 85 per cent of the 
trucks are not engaged in serving the public as common Car- 
riers, but are owned by shippers to carry their own goods. 
These operations are private and not subject to public control 
as to their business. 

“Some 8.7 per cent are operated under private contracts 
with shippers and are similarly immune from regulation as to 
rates and service. Accordingly, the remaining 5.5 per cent, 
who are serving the public as common carriers, are constantly 
subject to competition from the others and cannot therefore 
achieve any substantial degree of monopoly. 

“Rampant competition remains, therefore, protecting the 
shipper against high rates and poor service, and at the same 
time destroying any selfish advantage which the truck operator 
or the railroad might hope to gain through regulatory control. 
In federal legislation the same results will follow.” 

Mr. Dahl said that according to the best estimates avail- 
able, only 1% per cent of motor trucks registered were engaged 
in regular common carrier interstate traffic. He said the 3,490,- 
000 trucks of the country were owned by 2,500,000 individuals 
and concerns, of whom 2,200,000 own but one truck each. 

He asserted that the cost of trying to enforce a federal 
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regulatory act would be totally out of proportion to any ey 
that had been suggested from any point of view. In fact, he 
contended, regulation would operate to the disadvantage of the 
small shipper by burdening the operation for hire upon which he 
must depend, while the large shipper could and did operate his 
own trucks which would be free of any regulation. 

Mr. Dahl also said that the effect of truck competition upon 
railroad freight volume was greatly exaggerated. The trucks 
largely carry less-than-carload traffic which constitutes only 
2% per cent of railroad tonnage, although it uses 26 per cept 
of the railroad facilities, according to the witness. 

It had been seriously questioned, he said, whether this 
traffic represented any net profit to the rail carriers. 

Mr. Dahl then dealt with the claim that the trucks were 
not paying their fair share of highway costs and maintenance 
and called attention to the official figures of the United States 
Bureau of Public Roads as impartial proof that the truck paid 
its full share of these costs. 

“The industry believes that the truck problem is one of 
economics, and not one of legislation,” Mr. Dahl concluded. 

LaRue Brown, counsel for the National Automobile Cham. 
ber of Commerce, appeared before the committee February 4 
in opposition to regulation of trucks. 


TEXAS TRUCK REGULATION 


The effect of the recent action of the United Supreme 
Court in holding that the Texas law limiting the loads of motor 
trucks engaged in hauling cotton to ten uncompressed baleg or 
twenty compressed bales was unconstitutional is, in part, over. 
come by the provision of a companion law that fixes the maxi- 
mum load-weight of all motor trucks at 7,000 pounds. This js 
equivalent to fourteen bales of cotton of 500 pounds each. Thig 
latter provision was declared valid by a three-judge federal 
court at Houston, but an appeal from this decision has been taken 
to the United States Supreme Court. Pending the outcome of 
this appeal, a stay of the enforcement of the provision was 
ordered by the lower court. This order caused much confusion 
among motor truck operators as it was uncertain as to whether 
the suspension was to be applied only to the plaintiff in the 
particular case at issue or to all motor truck operators. This 
situation has been relieved by the announcement of Assistant 
Attorney General Elbert Hooper that the stay ordered by the 
federal court is not general in its application and that the 7,000. 
pound load weight limit is still in effect as to all operators, with 
the exception of the plaintiff in the case in court. 


CITRUS FRUIT TRUCK COMPETITION 


The Commission has denied the application of Speiden to 
advance the effective date of his tariffs revising rates on citrus 
fruit from Florida origin points to the seaboard part of eastern 
trunk line territory. The tariffs are dated to come into force 
on February 22. Speiden desired to make them effective on 
five days’ notice. 

The tariffs in question are part of the revision intended to 
enable the carriers to meet the competition of itinerant trucks 
which pick up the fruit in Florida and peddle it in northern 
and eastern markets. The Commission permitted the part of 
the revision to southern and Carolina territory and Tennessee to 
be made on less than statutory notice. Short notice was denied 
on the northern part of the revision. The application which 
has been denied, in substance was a renewal of the first effort 
to obtain short notice authority. 


TRUCK AND RAIL SERVICE 


Operation of pick-up and delivery freight service via truck 
and rail between Chicago and 23 communities in Indiana and 
Michigan was begun February 1 by Coordinated Transport, 
Incorporated, an Indiana corporation. The communities in 
Indiana to be served are Michigan City, Osceola, Elkhart, 
Dunlap, Goshen, Benton, Ligonier, Kimmell, Wolf Lake, Churt- 
busco and Fort Wayne. South Bend, Mishawaka and Notre Dame 
already received the service. Michigan communities to be 
served are Niles, Buchanan, Berrien Springs, St. Joseph, Benton 
Harbor, Dowagiac, Decatur, Paw Paw, Kalamazoo, Coloma, 
Watervliet and South Haven. Less than carload shipments of 
all classes to and including fourth class will be picked up and 
delivered without any extra charge over and above regular class 
rates applying on rail movements between these communities 
and Chicago. 


Shipments move over the Chicago South Shore and South 
Bend Railroad and overnight pick-up and delivery service is 
furnished between these communities on the east, and in Chi- 
cago, Chicago Heights, Cicero, Clearing, Blue Island and Harvey, 
Illinois, and in Hammond, Whiting, East Chicago and Indiana 
Harbor, Indiana, on the west. 

Three trucking firms in Indiana, one in Michigan, and two 
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PERISHABLES 


demand service 


It may be a shipment of grapefruit... 
tomatoes .. . oranges. It matters little. 
The important thing is how to get it to 
market quickly and economically. 
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Let Illinois Central transport it for you. 
For more than eighty years this rail- 
road has been bringing the products 
of field and orchard to market. With 
the passing of the years improvements 
have come. Greater speed in han- 
dling perishables . . . improved equip- 
ment... finer facilities ... a more 
efficient organization to look after 
your interests. 



















Briefly, it is service as you like it... 
prompt, efficient, courteous. And the 
organization behind this service has 
never overlooked for a single moment 
that its success is in direct ratio to 
what it gives. 


To Reach Markets Quickly Route 


Your Shipments Illinois Central 
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and from upper lake points as 
far as Chicago and Duluth by 
transshipment at Buffalo. 


Largest and best fleet of 
barges operating on the canal 
and Great Lakes. 


Cargo holds as clean as any 
first class cargo vessel, and 
absolutely weatherproof. 
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ANSSHIPMENT 


Only barges built to navigate 
both Canal and Great Lakes. 


Facilities available at Canal 
Terminal points for storing, 
handling and distributing 
cargoes. 


Barges always available for 
prompt loading at Cleveland, 
Toledo, Detroit and Buffalo. 


Cargo received on board 
alongside dock at lake ports 
and delivered to alongside 
steamers or consignees’ dock 
in the port of New York. 


Cargo also received for safe 
ports on Long Island Sound. 
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in Chicago have contracted with Coordinated Transport to 
furnish pick-up and delivery service. 

Coordinated Transport, Incorporated, and the Chicago South 
Shore and South Bend Railroad (South Shore Line) are both 
controlled by the Midland United Company, which controls trans- 
portation, gas and electric properties operating chiefly in 
Indiana. 


OHIO COMMISSION ACTION 


Action by the Ohio commission with respect to rates on 
shipper-provided trailers and discontinuance of agency stations 
has been taken as follows, according to John E. Benton, general 
soleitor of the National Association of Railroad and Utilities 
Commissioners: 


The Ohio commission in its Case No. 7626 has rejected a proposed 
tariff of the Cleveland, Canton and Columbus Freight Company pub- 
lishing a charge of 30 cents per running mile for the transportation 
between certificated points of shipper-provided trailers, loaded or 
unloaded, from one shipper to one consignee. In its order the com- 
mission said that the tariff is ‘unjustly discriminatory between ship- 
pers, * * * provides for the use upon the public highways of un- 
certificated equipment, and * * * is violative of the principles gov- 
erning the construction of rates.”’ 

The Ohio commission, confronted for the past year with a great 
number of applications by railroads for authority to discontinue un- 
profitable agencies, has evolved the practice of permitting the removal 
of agents on condition that the station building, side tracks and other 
local facilities be kept and maintained in good and usable condition. 


AUTOMOBILES FOR PASSENGERS 


Railroad passengers in the west this year may have the 
use of their own automobiles at destinations, under an arrange- 
ment announced by passenger departments of railroads west of 
Chicago. It provides that, when one or two persons purchase 
tickets for points in the west, their automobile will be carried 
by freight to their destination if five tickets are purchased. 
The railroad will load and unload the automobile. The mini- 
mum requirement is that five passenger tickets must be pur- 
chased. In the case of one person who desires his automobile 
moved, four additional tickets will be required, but with two per- 
sons, only three additional tickets must be bought. If the number 
of passengers is in excess of two, regular tickets must be 
held by each passenger and, in addition, three more tickets 
must be purchased to have the automobile moved. 


RAILROADS BUY BUS LINES 


Purchase of Pickwick-Greyhound Motor Bus Company by 
Interstate Transit Lines, owned by the Chicago and North West- 
ern and the Union Pacific, has been announced. The purchase 
price is said to have been $193,608, including all equipment, 
station facilities, and franchises. It was also stated that a 
traffic agreement between Interstate Lines and other Greyhound 
Lines had been made whereby traffic will be interchanged. 


AVIATION INDUSTRY STATUS 


“The aviation industry has weathered two of the most 
critical years in its history in 1930 and 1931, and enters 1932 
considerably stronger as a result of the readjustments of the 
last two years,” Charles L. Lawrance, president of the Aero- 
nautical Chamber of Commerce of America, told members of 
that organization at its annual meeting in New York last week. 

“Statistics for 1931 now being compiled by the Aeronau- 
tical Chamber for its 1932 edition of ‘The Aircraft Year Book’ 
will bear out the fact that 1931 was the greatest year in the 
history of America’s scheduled air transport lines, with marked 
increases in the volume of passengers, mail and express car- 
ried. This is particularly significant at a time when railroads 
and steamships are reporting decreases in their traffic. The 
figures will show also that aircraft and engine production was 
cut sharply in 1931 and that the military and air transport 
markets were the mainstays of the industry. 

“It is evident that if American aviation is to meet the com- 
mercial] demands being made upon it as a means of high speed 
transportation and communication, and if it is to continue as an 
effective medium of national defense, the industry must have 
assurance of governmental support along several lines. Mili- 
tary and naval aviation appropriations must be placed on a 
scale sufficient to provide adequate equipment for the person- 
nel authorized by the five-year programs, and tying the naval 
aircraft procurement program in with the carrier and deck 
cruiser construction plan which grew out of the London naval 
treaty. 

“Commercial air transport must receive continued support 
under the air mail acts, administered by the Post Office De- 
partment, and the air commerce act, administered by the De- 
partment of Commerce, through sympathetic regulation and 
the establishment and maintenance of aids to air navigation. 
Private and industrial flying must obtain the cooperation of the 
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several states, by adopting rules and regulations uniform in 
principle with the Department of Commerce, by imposing 1 
unnecessary burden of taxation or fees, and by supplying Such 
intrastate aids to air navigation as will complement the nationg) 
airway system under construction by the federal governmey: 

Chairmen of fourteen principal sections and committees 
the Aeronautical Chamber of Commerce, representing every 
phase of American aeronautic development, made reports on the 
activities of their sections in 1931 and recommendations { 
committees to be appointed by the president for 1932. Tweny. 
seven governors were elected by the members of the chamby 
to direct its activities during 1932. 

Governors elected include: C. J. Brukner, Waco Aireray 
Company, Troy, O.; F. G. Coburn, The Aviation Corporatio, 
New York; T. B. Doe, Eastern Air Transport, New York; J, y 
Eaton, Ludington Airlines, Inc., Philadelphia; S. M. Fairchilg 
Fairchild Aviation Corporation, New York; J. C. Hunsaker 
Goodyear-Zeppelin Corporation, Akron, O.; W. B. Hurlburt, 
Bellanca Aircraft Corporation, New Castle, Del.; P. G. Johnsoy, 
Boeing Air Transport, Seattle; L. B. Manning, Century 4j 
Lines, Inc., Chicago; W. B. Mayo, Ford Motor Company, Detroit: 
T. A. Morgan, Curtiss Aeroplane & Motor Company, New York: 
R. W. Robbins, Transcontinental & Western Air, Los Angeles: 
J. M. Schoonmaker, Jr., General Aviation Corporation, Balt. 
more; J. T. Trippe, Pan American Airways, Inc., New York: 
G. S. Wheat, Pratt & Whitney Aircraft Co., Hartford. 


The governors reelected Lawrance to the presidency of the 
chamber for his fourth term. He served previously in 19% 
1925 and 1931. Vice-presidents for seven geographical regions 
of the United States elected follow: Grover Loening, Thomas 8, 
Doe, Clayton J. Brukner, R. C. Marshall, Halsey Dunwoojy, 
Phil G. Johnson, Harris M. Hanshue. Oliver L. Parks was 
elected secretary and J. A. B. Smith, treasurer. Luther K. Bell 
was reelected general manager and assistant secretary. The 
governors elected an executive committee of seven, headed by 
President Lawrance, to direct actively the chamber’s affairs 
in the coming year, including F. G. Coburn, Jerome C. Hunsaker, 
Grover Loening, Thomas A. Morgan, James M. Schoonmaker, 
Jr., and George S. Wheat. 


MODEL AIR TRANSPORT LINE 


An international model air transport line, designed as a 
practical demonstration of equipment used by America’s fore 
most airline operators and operating on frequent service sched- 
ules between five major airports in the vicinity of Detroit, will be 
maintained throughout the National Aircraft Show of 192), 
April 2 to 10, Charles S. (Casey) Jones, member of the exposi- 
tion’s board of control, has announced. 

Mr. Jones, who is vice-president of the Curtiss-Wright Cor 
poration, explained that planes for the proposed service will be 
furnished by airline operators. The route, he said, will cover 
approximately 60 miles, beginning and ending at Detroit City 
Airport, where the show will be in progress. Scheduled stops 
along the route will include Ford Airport, known as one of the 
most modern in the world, Wayne County Airport, one of the 
few airports in the United States holding the government’ 
A-1-A rating, Grosse Ile Airport, located on Grosse Ile in the 
Detroit River, and Walkerville (Ont.) Airport, a prominent aerial 
gateway to Canada. Ticket offices for the 60 mile airplane tour 
will be located on each of the airports visited, a fare of five dol 
lars being charged for the round trip. All operators participat- 
ing in the model line, it was explained, will be members of the 
Aeronautical Chamber of Commerce, of America, Inc., sponsors 
of the show. 

Willam B. Mayo, chief engineer, Ford Motor Company and 
chairman of the board of control, said the decision to operale 
the model line in connection with the national show was “i 
keeping with the Board’s decision to emphasize air transport 
as one of the most commendable divisions of the aeronautic 
industry.” 


AIRCRAFT PRODUCTION 


Sales of commercial and military aircraft, engines and 
spare parts in 1931 decreased 8.2 per cent in dollar volume 
from 1930 levels, according to a report compiled by the Aere 
nautical Chamber of Commerce of America, Inc., for publicé 
tion in “The Aircraft Year Book for 1932,” which will come 
from the press February 20. 

The value of all aircraft, engines and parts sold in 1931 
totaled $49,096,866, according to the report. The sale of com 
mercial aircraft, engines and parts fell off from $24,876,327 2 
1930 to $16,660,231 in 1931, a decrease of 33 per cent, while 
military sales increased from $28,589,348 in 1930 to $32,436,635 
in 1931, a rise of 13.4 per cent. The importance of the militar? 
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E may enjoy adventures in experi- 

ment - - but business success is 
founded on experience. Traffic man- 
agers no longer experiment with routes 
or services - - nor with facilities that 
are not up to present day standards. 
Experience has taught them that there 
is no such thing as ‘a pretty goodegg.” 


The Norfolk and Western Railway 
demonstrates daily that its dependable 
freight service has passed the experi- 
mental stage. Its roadbed is second to 
none. Its locomotives are of gigantic 
size. Its freight equipment is varied 
and properly maintained. 
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WILL ALWAYS OUTDISTANCE 


EXPERIM 






meson > € 3 n 
is E - a ae 
Z i Pad r - 


All of the railroad’s facilities, its 
fast freight and passenger schedules; 
its safety records and standards evi- 
dence experience. Last, but far from 
least, the estimation in which the Nor- 
folk and Western Railway is held by 
both shippers and receivers of freight 
is a tribute to experience - - and many 
years of pleasant contact. 


A word to the nearest Freight 
Traffic Department representative of 
the Norfolk and Western Railway will. 
further justify the statement that experi- 

ence will always outdistance 

experiments. 


NORFOLK AND WESTERN RAILWAY 


ROANOKE--:- VIRGINIA 
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and air transport markets dominated throughout 1931, keeping 
many factories active, it was stated. 

The report shows that aircraft production, considering mil- 
itary and commercial planes together, fell off about 300 units 
in 1931 from 1930 levels, with a consequent reduction of about 
$2,000,000 in the value of aircraft produced. Fifty-two American 
aircraft manufacturers reporting their production to the Aero- 
nautical Chamber of Commerce listed 2,394 commercial and mil- 
itary aircraft manufactured in 1931 as compared with 2,684 
units in 1930. Planes sold in 1931 totaled 2,469 as compared 
with 3,125 units in 1930. 

In the commercial field, 1,582 aircraft were built and 1,658 
were sold in 1931. In the military field, 812 planes were man- 
ufactured and 811 were delivered to the government on con- 
tract. The number of military planes produced during 1931 
represented an increase of 65 over the 747 manufactured in 
1930, and an increase of 135 over the 677 produced in 1929. 

The commercial field showed a further curtailment of pro- 
duction when the 1,582 planes manufactured in 1931 were com- 
pared with 1,937 in 1930 and 5,357 made in 1929. 

The total value of aircraft produced by American manu- 
facturers in 1931 was $19,626,766 as compared with. $21,469,763 
in 1930 and $44,457,300 in 1929. Sales in 1931 totaled $20,873,588 
as compared with $22,938,552 in 1930, the first year in which 
sales statistics were compiled. Commercial airplanes produced 
in 1931 were valued at $6,655,738 as compared with $10,746,043 
in 1930. Military airplanes manufactured in 1931 were valued 
at $12,971,028 as compared with $10,723,720 in 1930. Commercial 
sales in 1931 were reported at $7,656,827 as compared with 
$11,666,209 in 1930. It was considered significant that sales 
more than kept pace with production throughout 1930 and 1931, 
making it possible for manufacturers to deplete their stocks 
built up through overproduction in 1929. Military sales in 1931 
totaled $13,216,761 as compared with $11,272,343 in-1930. All 
figures given in this paragraph for aircraft are for units with- 
out engines. 

Commercial and military engines manufactured in 1931 to- 
taled 3,776 units valued at $14,609,949 as compared with 3,766 
units valued at $17,078,916 in 1930. Aircraft engine sales in 
both commercial and military fields for 1931 totaled 3,836 units 
valued at $15,263,553 as compared with 3,846 units valued at 
$17,268,219 in 1930. Commercial prroduction totaled 1,976 units 
valued at $4,192,231 as compared with commercial sales of 2,009 
units value at $4,576,012. Military production totaled 1,800 en- 
gines with a value of $10,417,718 as compared with military 
sales of 1,827 units valued at $10,687,541. 


AIRCRAFT PROMOTION BILL 


Representative Crosser, of Ohio, has introduced H. R. 
8681, a bill to develop American air-transport services overseas, 
to encourage the construction in the United States by Amer- 
ican capital of American airships for use in foreign commerce, 
and to make certain provisions of the maritime law applicable 
to foreign commerce by airship. Mr. Crosser issued a statement 
in which he referred to proposals for establishment of airship 
services across the Atlantic. 


AIRWAYS LANDING FIELDS 


The policy of the aeronautics branch of the Department of 
Commerce with regard to use of the intermediate landing fields 
on the federal airways system for purposes other than emergency 
landings is among the subjects dealt with in the revised edition 
of Aeronautics Bulletin No. 11, “Establishment and Operation of 
Department of Commerce Intermediate Landing Fields,’ which 
has just been published. The bulletin describes the fields, which 
are situated at 30 to 50 mile intervals along the federal airways, 
explains how they are constructed and lighted and gives the 
traffic and other regulations that are in force in connection with 
their use. There are approximately 400 Department of Com- 
merce intermediate landing ‘fields on airways serving nearly 
every section of the United States. 


GROWTH OF AIR TRANSPORT 

“Aviation does not make the claim of being depression 
proof,” says P. G. Johnson, president of United Air Lines, in 
a recent issue of Chicago Commerce. “Nevertheless, in 1931, 
more air mail, passengers, and express were carried than in 
the year before; more miles were flown by airplanes operat- 
ing on regular schedules; more cities had commercial air trans- 
port service than ever before and millions of dollars were in- 
vested in providing additional facilities and new equipment on 
the ground. 

“This constitutes a vivid proof of the fact that the public 
is rapidly accepting the airplane as a necessary and essential 
unit in our national scheme of transportation and communica- 
tion. Unquestionably, if times had been normal, the figures 
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for commercial air transportation in 1931 would have beep sup. 
prisingly larger.” 

Air express service to Iowa and South Dakota has been », 
nounced by United Air Lines, in conjunction with the Railway 
Express Agency, on the new Omaha-Sioux City-Sioux Falls. 
Watertown mail and passenger line extension of the compan 


INCREASE IN AIR TRAVEL 


Air travel increased twenty-five per cent in January oy 
United Air Lines’ routes, following reduction of all fares to 
rail plus Pullman, Stanley Knauss, general traffic manager, hy 
announced. A rate of $160.00 from New York to eight Pacij 
coast cities, or $115.00 from Chicago to these points, and a Tate 
of $47.95 between Chicago and New York has increased travel 
on United’s coast-to-coast route even greater than the twenty. 
five per cent average for the entire system, it is stated. — 


PARACHUTES FOR AIR CARRIERS 


A bill (H. R. 8823) for compulsory use of parachutes }y 
airplane common carriers has been introduced by Represents. 
tive Celler, of New York. 


COMMUNICATION WITH PLANES 


Announcement has been made by Paul Goldsborough, Pre. 
ident of Aeronautical Radio, Inc., public utility subsidiary ¢ 
the organized air mail operators, that the project begun tw 
years ago for “radioizing” all air mail lanes is now 90 per cent 
complete, and that two-way radiotelephone communication js 
provided on virtually all the major air routes. 


ADDRESS BY WOODLOCK 


What is to be done by and for the railroads in the face of 
competitive changes seriously threatening their ability to give 
the service required of them by the public was discussed by 
Thomas F. Woodlock, contributing editor of The Wall Street 
Journal and former member of the Commission, in an address 
before the Traffic Club of the Rochester Chamber of Commerce 
at its eighth annual dinner January 28. 

The railroad industry has arrived at a critical stage, he 
asserted, “and unless Congress, Commission and managers co 
operate earnestly and intelligently there is danger that we may 
lapse into government ownership and operation, to the great 
detriment of everyone in the country excepting only the more 
sheltered class of security owners.” 

Folowing a summary of the inroads made on rail traffic by 
competing agencies of transportation, he declared that “radical 
therapy” was in order. He particularly stressed the importance 
of a reduction in competition between rail lines themselves, 
saying that “the highways will supply all the competition needed 
to protect the public.” 

Acute inter-railroad competition, which had taken on er 
treme forms in recent years, he said, had resulted in wasteful 
routing of freight and “whittling” of the rate structure, as well 
as encouraged a kind of “terrorism” on the part of shippers il 
their relations with the railroads. “Individualism has run riot 
in railroad management and must give place to closer cooper 
tion—even, if necessary, to the extent of creating regional 
dictatorships.” 

Management should reexamine the freight rate structur 
with the view of doing whatever was possible toward holding 
traffic against the competition from the highway operators; 
the question of pooling should be investigated for such ecol 
omies as might be discovered, and other changes in existing 
practice and procedure brought about, if the railroads welé 
to remain efficient instruments of public transportation, he held. 

“The Commission,” he said, “must cooperate with the rail: 
roads to increase railroad revenues as rapidly as practicable 
consistent with the true public interest. A certain amount of 
regulation of highway and waterway common and contract 
carrier traffic will be, no doubt, necessary, but the public 
entitled to all forms of transportation that can economical! 
justify themselves and such should be neither unduly preferred 
nor unduly restricted, nor should uneconomic forms be sub- 
sidized. 

“Railroads are no longer monopolies and should be freed for 
action in every proper way, so that they can use _highwa), 
waterway, and air, wherever coordination with rail is indicated 
by the facts.” ; 

Among other things, he suggested that either the Comm 
sion or the Shipping Board should have control of inland port 
to-port and intercoastal water rates. Tolls for use of artifici 
waterways sufficient to cover the cost of maintenance of the 
waterways should be charged, he insisted. as 

“It is time to end wholesale pork barrel subsidization, if 
for no other reason than that of economy,” he said. 

























































































































PAGE 297 
ES ee 





K, No.5 
— 
ED guy. 


een ap. 
Railway 
Falls 
mM pany 


ary oy 
Ares ty 
ser, hag 
Pacific 
| a rate 
| travel 
_— 


Ites by 
"esenta- 


1, Prey. 
lary of 
un two 
er cent 
tion is 


face of 
tO give 
Sed by 
Street 
Lddress 
nmerce 


ze, he 
ers C0- 
ye may 
. great 
2 more 


iffic by 


ers The Erie Limited Leaving Buffalo, N. Y. 
yrtance 


selves, 


a In STORM as in SUNSHINE, 


asteful 


= RELIABLE ----- 


pope4ra 
gional THE ERIE LIMITED—New York-Buffalo- 
ne Chicago 

rolding CHICAGO EXPRESS—New York-Chicago 
rators; THE LAKE CITIES—New York-Buffalo- 

| eCdl: Cleveland 

— PACIFIC EXPRESS—New York-Jamestown- 
aa Chicago 

e rail SOUTHERN TIER EXPRESS—New York- 
ticabl Binghamton-Elmira-Olean 

unt ol ie 

—f Finest equipment 

— Moderate dining car charges 
e sub 


SHIP Rew 













Lowest fares 


sed for 
ohway; 
licated 


Bul] ERIE RAILROAD SYSTEM 


jon, if 













PAGE 298 





The Traffic World 


Ocean Shipping News 


Vol. XLIX, No, ¢ 








MERCHANT MARINE INQUIRY 


The Traffic World Washington Bureau 


The House committee on merchant marine, radio and fish- 
eries met behind closed doors January 30 to obtain from the 
Shipping Board information relating to the financial condition 
of shipping companies indebted to the board for ship construc- 
tion loans. Chairman Davis said the committee did not wish 
to take the responsibility of requiring the board to make avail- 
able this information in public hearings to foreign competitors 
or others who might be interested. He said there was no idea 
or intention of making any executive inquiry of any alleged 
wrongdoing. 

At a public hearing the preceding day the committee inter- 
rogated Commissioner Cone, of the board, as to ship construc- 
tion loans, particularly with reference to loans for ships used 
in the intercoastai trade made to the Panama Pacific Line, sub- 
sidiary of the International Mercantile Marine Company which 
operates foreign-flag ships in foreign commerce. 

Commissioner Cone said in effect that the board felt it 
should not lend too much money for intercoastal vessel con- 
struction because if it did there would not be sufficient money 
for ships to be used in foreign commerce. He said a few loans 
had been made for coastwise or intercoastal service vessels 
“that are very high-grade passenger steamers and especially 
available as naval auxiliaries,’ and tankers. Loans for the 
construction of the Virginia and the Pennsylvania, operated by 
the Panama Pacific Line, were discussed. Commissioner Cone 
said loans also were made for two ships operated by the Dollar 
Line in the intercoastal service as a part of the New York- 
Yokohama service. Chairman Davis also inquired into the 
awarding of ocean mail contracts to the Panama Pacific Line. 

Chairman Davis asked why loans were made to companies 
with foreign affiliations. Commissioner Cone said the board 
did not feel that the operation of foreign-flag ships interfered 
with the privilege of an American company to obtain loans 
under the Jones-White act, if investigation by the board dis- 
closed that the fact that the applicant had foreign-flag affilia- 
tions would not affect adversely the ship for which the loan 
was to be made. 

Considerable time was devoted by the committee to hear- 
ing testimony about a controversy over the right of the Balti- 
more Mail Steamship Company to call for cargo at Havre in 
competition with vessels of the Shipping Board’s America 
France Line. John M. Franklin, vice-president of the Baltimore 
Mail, said that under the company’s contract with the Fleet 
Corporation, the company had a right to call at Havre. Chaun- 
cey G. Parker, counsel of the Shipping Board, said the company 
was within its legal contractual rights in going to Havre. 


SHIP BIDS REJECTED 


The Shipping Board has rejected bids for the purchase of 
the S.S. Mount Vernon and Monticello for dismantling and 
scrapping. These vessels have been laid up for several years 
at Solomons, Maryland, and have from time to time been offered 
by the board to other branches of the government for service 
and the board was advised that they were not required. After 
advertisement for sale, however, the opinion developed that it 
would be advisable to withhold the vessels from sale. The bids 
received were the lowest received for several years but com- 
pared favorably with the world scrap market, it was stated. 


REGULATION OF WATER CARRIERS 


The Traffic World Washington Bureau 


Substantial opposition to S. 1963, the Shipping Board Dill 
providing for effective regulation of common carriers by water 
operating on the inland waterways, in the coastwise trade and 
in foreign commerce, as expressed in many letters sent to the 
Senate commerce committee and individual members of the 
Senate, apparently led the members of the committee to con- 
clude that here was a piece of proposed legislation that might 
well be sidetracked. 

When, therefore, after several hours of explanation of the 
bill, January 29, by C. O. Arthur, director of the Bureau of 
Regulation of the Shipping Board, Senator Vandenberg, of 
Michigan, moved that the bill be sent back to the Shipping 
Board with the request that the board submit a new measure 
dealing exclusively with the intercoastal problem, there was 





unanimous agreement, and the hearing on S. 1963 came to ap 
end. The senator said that the board evidently had in ming 
a specific problem relating to the intercoastal trade but that 
the bill covered a multitude of problems in addition. He 
thought the bill should be revised to deal only with intercoasta) 
regulation. 

The Mississippi Valley Association wrote to Senator John. 
son, chairman of the commerce committee, in opposition to the 
bill, referring to the fact that, under the bill, barge traffic op 
the inland waterways would be regulated, and that the associa. 
tion was opposed to the regulation proposed. A number of other 
letters of similar import came from the middle west. 

In opening the hearing that so quickly came to an end, 
Senator Johnson said that everybody who wished to be heard 
would be heard, and asked the board to have an explanation 
of the bill made first because, he said, the members of the 
board were not familiar with it. 

“We came here to hear the opposition,” said Chairman 
O’Connor, of the Shipping Board. 

“Judging from the telegrams the committee has received 
I don’t know how long the opposition will take,” said Senator 
Johnson, adding that the committee would hear the explana- 
tion of the bill first. 

Chairman O’Connor said the Shipping Board did not care 
whether the regulation recommendad (was administered by 
the Shipping Board, the Interstate Commerce Commission or 
a new commission. He said the board’s simple purpose was to 
have the carriers in the intercoastal service protected against 
themselves by regulation. 

Mr. Arthur, who, with a few minor exceptions, drafted §. 
1963, was put on the witness stand to explain the measure. He 
remarked that he hoped that the number of the bill, 1963, was 
not prophetic of the year in which the bill would become law. 
Chairman Johnson humorously remarked that that number in- 


-dicated rather the number of witnesses who would be called 


to testify on the bill. 

Mr. Arthur said that the bill had been drafted in the light 
of the experience of the Bureau of Regulation in administering 
the board’s present regulatory powers and expressed the opin- 
ion that enactment of a law along such lines would cure some 
of the major troubles now injuring the water carriers, partic- 
ularly the intercoastal carriers. He explained that ferry boats 
were exempted from the jurisdiction of the bond. 

The witness proceeded to take the bill up section by sec- 
tion. He said that section 3 of the bill added to section 16 a 
new section designed to prevent false billing and other acts on 
the part of shippers covertly seeking and obtaining lower rates 
than to which they were properly entitled. He said section 4 
amended section 17 of the shipping act to give the board juris- 
diction over reasonableness of rates of carriers in foreign com- 
merce. He said the board had such jurisdiction over rates in 
interstate commerce and that he saw no reason why it should 
not have similar jurisdiction as to rates in foreign commerce. 

Taking up section 5 of the bill, which amends section 18 
of the shipping act, relating to carriers in interstate commerce, 
Mr. Arthur said that the matter dealt with involved the most 
persistent problem before the board. He pointed out that un- 
der existing law the carriers were required to file only max 
imum rates and said it had been urged that Congress require 
actual rates to be filed and that the carriers not be permitted 
to depart therefrom without notice to the board and the public. 
The proposed amendment requires the filing of actual rates in- 
stead of maximum rates and observance of the actual rates 
except as provided as to notice. Mr. Arthur believed that such 
a provision of law would make for stability in the intercoastal 
rate situation. 

Senator Vandenberg, of Michigan, asked whether the effect 
of such a provision would not be to increase rates. The witness 
did not see that it would either increase or decrease rates. He 
pointed out that on complaint of shippers the board would have 
authority to change rates attacked. Senator Vandenberg asked 
whether the level of rail rates would be considered in fixing the 
water rates and Mr. Arthur said that that would be one of the 
factors to be taken into consideration by the board. 


Filing of the actual rates and required adherence thereto, 
said Mr. Arthur, would “stop this business of shippers acquiring 
lower rates than some other competing shippers.” 

As to foreign carriers the bill does not require the filing 
of rates but provides that on complaint the board may pre 
scribe maximum rates and the board also would have authority 
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The Outstanding Values 
in Trucks Today 


This International Model A-6, 170-inch wheelbase, with a special body, winch, and 
low-pressure pump, is operated by the Pennsylvania Railroad. 


HEN you are in the market 

for motor trucks be sure to 

investigate the complete 
modern line of International Trucks. 
There is a capacity and wheelbase 
for every type of hauling, at attrac- 
tive prices that make Internationals 
the outstanding truck investment 
today. The list of speed and heavy- 
duty models at the right shows the 
wide range from which you can se- 
lect those best suited for your work. 


International Trucks are soundly 
designed and engineered for long 
truck life and efficient operation at 
low cost. They are built strong, in- 


side and out, to stand up under the 
most difficult conditions. Alloy and 
heat-treated steels, and ball and 
roller bearings are used at many 
points to reduce wear and friction 
to a minimum. Powerful but eco- 
nomical engines provide abundant 
power and speed. 


Service .. . so vital in truck ope- 
ration ...is available everywhere 
on International Trucks. There are 
183 Company-owned branches in 
the United States and Canada that 
keep Internationals on the job. The 
nearest branch will be glad to dem- 
onstrate any model. 


McCORMICK-DEERING INDUSTRIAL POWER 


McCormick-Deering Industrial Power 
is cutting costs on material handling 
and a variety of other jobs for railroads, 
working alone or in combination with 
many types of equipment. The McCor- 
mick - Deering Industrial Tractor is 
built in two sizes— Model 30, shown at 
the right, has a 40 h. p. engine; 
Model 20 is similar in design 
and has a 25 h. p. engine. There 
are also two McCormick-Deer- 
ing Power Units for stationary 
power work—Model 300 devel- 
oping 40 h. p., and Model 200 
developing 25 h.p. Model T-20 
TracTracTor is available where 
crawlers are needed for traction. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. 


OF AMERICA 
(Incorporated) 


INTERNATIONAL TRUCKS 


Chicago, Illinois 
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INTERNATIONAL 
HARVESTER 


Offers a Capacity 

and Wheelbase 

for Every Hauling 
Requirement 


%-ton Speed Truck 
Model A-1. 4-cylinder engine, 35%" bore 
x 4%" stroke. 4 speeds forward, 1 re- 
verse. Wheelbase, 136". Spiral - bevel 
drive. 

“Six-Speed Special” 
Model B-2. 1%-ton. 4-cylinder engine, 
35%" bore x 44” stroke. 6 speeds for- 
ward, 2 reverse. Wheelbase, 136”. Spiral- 
bevel drive (with 2 speeds). 


T%-ton Speed Trucks 
Model A-2—4-cylinder engine, 354" bore 
x 444" stroke. 
Model A-3—6-cylinder engine, 344” bore 
x 414" stroke. 
Wheelbases for both, 136” and 160”. 
Model AL-3—6-cylinder engine, 3%" 
bore x 4%" stroke. 
Wheelbases, 138", 152”, and 164”. 
All have 4 speeds forward, 1 reverse, and 
spiral-bevel drive. 


2-ton Speed Truck 


Model A-4. 6-cylinder engine, 354" bore 
x 4%” stroke. 5 speeds forward, 1 re- 
verse. Wheelbases, 145”, 156”, 170”, and 
185”. Spiral-bevel drive. 


3-ton Speed Trucks 


Model A-5 (spiral-bevel drive) and Model 
A-6 (double-reduction drive). 6-cylinder 
engines, 354" bore x 44%" stroke. 5 speeds 
forward, 1 reverse. Wheelbases, 140”, 
156”, 170", 190”, and 210”. 


22 to 3-ton Heavy-Duty Truck 
Model W-1. 4-cylinder engine, 414" bore 
x 544” stroke. 5 speeds forward, 2 re- 
verse. Wheelbases, 130", 148’’, 170”, 185", 
and 200”. Double-reduction drive. 


3%-ton Heavy-Duty Truck 


Model W-2. 4-cylinder engine, 42" bore 
x 5%” stroke. 5 speeds forward, 2 re- 
verse. Wheelbases, 130", 148”, 170", 185", 
and 200”. Double-reduction drive. 


32 to 5-ton Heavy-Duty Truck 
Model W-3. 4-cylinder engine, 454" bore 
x 5%" stroke. 5 speeds forward, 2 re- 
verse. Wheelbases, 144”, 160", 185", 210”, 
and 235”. Double-reduction drive. 


5-ton Heavy-Duty Trucks 
Model A-7—6-cylinder engine, 414" bore 
x 5%" stroke. 
Model A-8—6-cylinder engine, 5” bore x 
5%” stroke. 
Both have 5 speeds forward, 2 reverse, 
and double-reduction drives. Wheel- 
bases, 160”, 180”, 200", and 225”. 


The 1%4-ton, 4-speed Model A-2 
Now reduced to 


‘615 


for the 136-inch Wheelbase 
Chassis f. o. b. factory 



















































































































PAGE 300 


to determine whether rates charged by any carrier were unduly 
low in view of the service given and prescribe the minimum 
rates in such instances. Mr. Arthur said the purpose of this 
part of the bill was to prevent charging by carriers of unre- 
munerative rates to run other carriers out of business. Asked 
if the provision would apply to tramp vessels, Mr. Arthur said 
it would if tramps were common carriers and that generally 
they were. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the 
Shipping Board: 





1763—Dollar Steamship Lines, Inc., Ltd., with North German 
Lloyd: Arrangement providing for through movement of shipments 
from Honolulu to Bremen and to Baltic ports served via Bremen; 
interchange of cargo between the parties to the agreement to be 
effected at New York. Through rates are to be the sums of the 
local rates from Honolulu to Pacific coast plus the rates from Pacific 
coast to ports of destination. The local rates from Honolulu to Pa- 
cific coast are to be the same as tariff rates of Matson Navigation 
Company on file with the board, and rates from Pacific coast ports 
to destination are to be based on conference rates of direct lines. 

1772—Lykes Brothers Steamship Company, Inc., with Quaker 
Line: Through billing arrangement covering shipments from Pacific 
coast ports of call of Quaker Line to Santo Domingo City, with tran- 
shipment at Cristobal. Through rates are to be no higher than com- 
bination of eastbound intercoastal rates from Pacific coast to New 
i plus conference rates of direct lines from New York to Santo 

omingo. 

1773—Lykes Brothers Steamship Company, Inc., with Quaker Line: 
Provides for through shipments from Atlantic Coast ports of call of 
Quaker Line to Santo Domingo City, with transhipment at Cristobal. 
— rates are to be same as quoted rates of direct conference 
nes. 

1788—Gulf Pacific Line with Osaka Shosen Kaisha: Through bill- 
ing arrangement covering shipments from Oriental ports of call of 
Oshaka Shosen Kaisha to United States Gulf ports of call of Gulf 
Pacific Line, with transhipment at San Francisco or Los Angeles 
Harbor. Through rates are to be as named by Osaka Shosen Kaisha. 
Transhipment expenses are to be absorbed by the carriers. 

1800—Gulf Pacific Line with Matson Navigation Company: Ar- 
rangement for through movement of shipments of canned pineapple 
from ports in the Hawaiian Islands served by Matson Navigation 
Company to designated inland points in the United States. Through 
rates to the various inland destinations are to be as set forth in 
memorandum of agreement as filed. Transportation from Hawaiian 
Islands to San Francisco is to be effected by Matson Navigation Com- 
pany and from San Francisco to New Orleans by Gulf Pacific Line, 
for which service these carriers are to receive $10.50 per 2,000 pounds, 
cost of transhipment at San Francisco to be absorbed by carriers. 
Transportation from New Orleans to destination is to be effected 
by an inland waterways carrier (Mississippi Valley Barge Line Co.). 


Agreements Modified 


911-1—Pacific-Java-Bengal Line with Quaker Line: Modifies agree- 
ment between Quaker Line and Java Pacific Line, covering through 
shipments from New York, Philadelphia and Norfolk to ports in the 
Orient, with transhipment at Pacific coast ports, by substitution 
therein of the name of Pacific-Java-Bengal Line for that of Java 
Pacific Line. 

912-1—Pacific-Java-Bengal Line with Quaker Line: Substitutes 
the name of Pacific-Java-Bengal Line for that of Java Pacific Line 
in agreement between Quaker Line and Java Pacific Line, covering 
shipments from the Orient to New York, Philadelphia and Norfolk, 
via Pacific coast ports. 

The purpose of these proposed modifications is to record the name 
of the Pacific-Java-Bengal Line as a participating carrier in each of 
the above-mentioned agreements as the successor of the Java Pa- 
cific Line. 

Modification of Conference Agreement (17-7)—Article 10 of the 
agreement of the Far East Conference as originally approved by the 
board provides for penalty deposit with the secretary of the con- 
ference by each member line of $25,000 in United States government 
bonds or in cash. By modification of this agreement approved by the 
board September 7, 1927 a new paragraph was added to article 10 
of the conference agreement permitting any party which had de- 
posited $25,000 in cash or in United States government bonds, upon 
notification to the conference, to substitute therefor $25,000 in na- 
tional bonds of any government under whose flag any of the ships 
of the parties to the agreement operated; any party making the 
substitution agreeing to supplement or revise such substitute deposit 
to a minimum ready market value of $25,000 upon call of the con- 
ference. The modification cancels the modification approved by the 
board September 7, 1927, and incorporates in the agreement a pro- 
vision in place thereof permitting any party who has deposited cash 
or United States government bonds with the secretary of the con- 
ference to substitute therefor $25,000 in any other bonds, upon notice 
to and with the approval of the conference. Similarly as under the 
existing agreement, a member line making the substitution is to be 
required to supplement or revise such substitute deposit to a minimum 
ready market value of $25,000 U. S. Gold upon call of the conference. 

(167-1)—The agreement modifies an agreement between carriers 
operating vessels to United States Pacific coast ports and Hawaii (1) 
from Hongkong and (2) from Calcutta and Rangoon, respectively, 
which was approved by the board December 9, 1931. It provides for 
adoption by the carriers of maximum rates of freight, as set forth 
in schedule attached to and forming part of the agreement, in con- 
nection with shipments moving either direct or via Hangkong from 
Calcutta and Rangoon to Hawaii and United States Pacific coast ports. 
Two parties to the agreement (British India Steam Navigation Com- 
pany and Indo-China Steam Navigation Co., Ltd.), operate exclusively 
between foreign ports. The modification records the American Gulf 
Orient Line as a participating carrier in the agreement on file. 


Agreement Canceled 


184-C—Alfred Holt & Company with Ellerman &. Bucknall Steam- 
ship Co., Ltd.: Agreement cancels an agreement providing for op- 
eration of a joint service between East Coast of North America (Bos- 
ton and Hampton Roads, inclusive), and ports in the Far East, and 
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for pooling of earnings on traffic from the Far East to East Coast 
ports of the United States. This agreement was approved by ty 
board June 26, 1923. By modification, approved by the board Septem. 
ber 9, 1931, operation of the agreement as respects traffic from East 
Coast ports of the United States to the Far East was suspended With 
the exception that joint oil contracts to ports in the Straits Sett}.. 
ments, Siam, Philippines, China, Korea, Manchuria and Japan wer, 
to be maintained. The new agreement cancels the former agreemey; 
in its entirety. 


FEDERAL AID FOR SEATRAIN 


Representative Montet, of Louisiana, in remarks jn th 
House of Representatives, attacked the awarding of a loan py 
the Shipping Board for the construction of two vessels and o 
an ocean mail contract by the Postmaster General, to Seatraip 
Lines, Inc., in connection with the operation of vessels carrying 
freight cars between New Orleans and Havana, Cuba. He gaij 
the ten-year mail contract involved a subsidy of from $2,500,00 
to $3,000,000, and that the loan totaled $2,400,000. He said the 
Seatrain company was a newly formed concern, American gp 
far as was known, but was an outgrowth of a venture know 
as the Over Seas line which had but one ship, the Seatraip, 
which was built in Great Britain, which flew the British flag 
and which was owned by a Canadian corporation known as the 
Over-Seas Steamship Co., Ltd., and that the cost of building the 
craft was largely financed with a British mortgage. He said 
the operating company was known as Over Seas Railway, Inc, 
and was chartered in the state of Delaware. He said it was 
owned by a number of stockholders, including “the Missouri 
Pacific Railroad interests, with a certain percentage of shares 
held by aliens and it was always known as a foreign flag enter. 
prise.” Under the new setup, said he, the Seatrain would be 
transferred to the American company, placed under the Amer. 
ican flag, the foreign mortgage paid off “in order that a subsidy 
be collected on her as well as on the two new ships.” 

Mr. Montet said the only like service provided to Havana 
was the Key West Havana line known as the Florida East Coast 
Car Ferry Co. He said this was an old established American 
concern with American-built vessels, and which had always 
operated under the American flag. He referred to the applica. 
tion of the Florida East Coast to the Commission for authority 
to extend its service to the New Orleans-Havana trade and said 
that the Over-Seas was the only protestant. He charged that 
the specifications of the Post Office Department for bids for 
an ocean mail contract over the New Orleans-Havana route 
were so drawn that no concern other than the Over-Seas could 
have brought itself within the purview of the advertisement. 
He said protests against the Shipping Board making a loan to 
the Over-Seas were made by the Florida East Coast ferry com- 
pany, the Ward Line, the Munson Line and the United Fruit 
Co. He submitted letters sent by J. R. McCarl, comptroller 
general of the United States, to the Postmsater General, asking 
for information as to the bids for the ocean mail contract. 

“I sincerely hope that the Comptroller General has final 
jurisdiction in this matter, and that he will remain steadfast 
in his position that the whole transaction is of very doubtful 
legality, to such an extent that he will refuse to sanction this 
outrageous raid upon the federal treasury,” said he. 

Last December Representative LaGuardia, of New York, 
attacked the making of a loan to the Seatrain Company, and 
was answered on behalf of the company by Hardin B. Arledge, 
who said there had been “vicious and unwarranted attacks on 
this project.” (See Traffic World, Dec. 5, p. 12381.) 


OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


Though business in the full cargo trades can hardly be 
called good, the fixture list for each of the last two weeks has 
shown an increase in volume of business. In the last week 
another grain cargo fixture has been reported, as well as two 
fixtures of transatlantic sugar cargoes and one lumber cargo, 
the latter the first in several weeks. Time charters have Com 
tinued the activity which has featured this division of late. 

The grain cargo was 34,000 quarters, taken by a British 
steamer from St. John to the Mediterranean on the basis of 
9 cents for one, 9%, cents for two and 10 cents if three ports, 
for first half of February loading. 

A 3,800-ton steamer accepted a lumber cargo from four 
ports in the South Atlantic and Gulf to three River Plate ports, 
on the basis of $10.15 for one port of discharge and 15 cenls 
extra for each additional port, for February loading. 

Two fixtures of coal cargoes were reported, these also the 
first from the Atlantic Range in some time. A 2,800-ton steamer 
accepted $2 for a cargo from the Atlantic Range to Santos for 
early February, while the other was from Hampton Roads to 
Jamaica at $1 for prompt loading. 

Both the transatlantic sugar cargoes were for February 
from Santo Domingo to United Kingdom-Continent, one & 2,000- 
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ton steamer on the basis of 13s 3d and the other a small steamer 
at 14s 6d. According to advices from Havana, the Sugar Ex- 
porting Corporation is negotiating for the sale of about 50,000 
tons of sugar to Europe. 

In the time charter division the principal activity was in 
the West Indies and North Pacific trades. The list of charters 
of tankers also indicated renewed activity in that trade. Most 
of the fixtures were for the long haul trades, with the coastwise, 
intercoastal and transatlantic trades rather quiet, as they have 
been for some time. 

Following approval by the Shipping Board of a construction 
loan, the Black Diamond Steamship Corporation, which recently 
purchased the board’s American Diamond cargo service, has 
announced that a contract has been let for reconstruction of 
five of the fleet of twelve freighters. 

Atlantic and Giulf-Straits Settlements and Siam Conference 
announces that, effective May 1, freight rates on shipments to 
Straits Settlements and Siam will be increased. The members 
of this group are: American & Manchurian Line (Ellerman & 
Bucknall S. S. Co.), Norton, Lilly & Co., general agents; Alfred 
Holt & Co., Funch Edye & Co., Inc., agents, and Dollar Steam- 
ship Lines, Inc. 

J. D. Harrington, secretary, East Coast Colombian Steam- 
ship Lines Conference, announces the establishment of the 
following commodity rates, effective February 1, applying from 
shipside, New York, to Cartagena and Puerto Colombia: Iron 
and steel tie rods, 45 cents per 100 pounds; iron and steel wire 
(not coppered), galvanized, mattress (not woven), plain, rolled 
or tinned (except musical or musical instrument), 40 cents per 
100 pounds. 

The Merchants’ Association has been informed that, effec- 
tive January 26, export shipping documents covering shipments 
of goods to Czechoslovakia, which are subject to the exchange 
restrictions of that country, must contain a statement that the 
consignee whose name and address are given therein has the 
permit to purchase the necessary foreign exchange to cover 
the shipment. Czechoslovakian importers must secure permits 
from a special government commission before being able to 
purchase foreign exchange to cover importations of the follow- 
ing commodities: fresh fruits, lard, bacon, canned foodstuffs, 
insulation boards, rubber goods, including tires, unfinished ve- 
neer plywood, exposed films, razors, combustion engines, sewing 
and knitting machines, electric generators and motors and 
apparatus, typewriters, adding and calculating machines, scales, 
pharmaceuticals, perfumery, cosmetics and soaps. 

The Cuban tariff for certification of consular invoices was 
changed on January 27, as follows: General merchandise, 5 per 
cent ad valorem; therapeutical products, antitoxins, vaccines, 
virus, serums, bateriums and antibacteriums, 2 per cent ad 
valorem; paper for newspapers and magazines, when imported 
by the publisher directly, free. 

Curacoa, San Jose, Guatemala and La Libertad, San Salva- 
dor, have been added to the ports of call for Hamburg-American 
Line’s passenger and freight ships in the North Pacific Coast- 
Europe service. 

The McCormick Steamship Company announces that, ef- 
fective with the sailing of the steamer, Quaker City, from Phil- 
adelphia, February 15, it has been appointed agent for the 
American Hampton Roads Line and Yankee Line. A previous 
report had stated incorrectly that J. F. Schumacher had been 
appointed Philadelphia agent for these two lines. 


The Chamber of Commerce of the State of New York was 
to vote this week on a report of its committee on foreign com- 
merce and revenue laws endorsing legislation to create foreign 
trade zones in ports of entry in the United States. The report 
says: 


A foreign trade zone would facilitate the prompt removal of im- 
ports from piers and vessels at any port of entry; would eliminate, 
on arrival at least, resort to the appraiser’s stores in cases required 
under present conditions; would make it possible to avoid the com- 
plication of bonding and drawbacks; would save the annoyance of 
the bonded warehouse system in many instances, and would, by 
greater freedom, permit a more rapid turnover and enable our mer- 
chants to meet successfully competition for many lines of trade in 
international business. 


The Jones bill in the Senate and the Welch bill in the 
House provide for the establishment of the zones. The cham- 
ber recommended legislation of this type in 1918 and 1926. 


New officers and a new board of directors have been named 
by the creditors’ committee of the Dimon Steamship Corpora- 
tion in the effort to work out a liquidation program. The new 
board consists of Howard T. McNiece, of the Associated Ter- 
minals and International Stevedoring Co.; R. R. Piper, treas- 
urer and assistant secretary of the United Dry Dock Co.; C. A. 
Sullivan, president of C. A. Sullivan & Co.; Charles R. Lock- 
ridge, president of Bloedell-Donovan Lumber Mills Co., and 
William E. Williams, president of William E. Williams Co. Mr. 
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McNiece was elected president and Mr. Sullivan vice-president 
A. W. Hammond will be retained as traffic manager of the line 


FOREIGN COMMERCE IN U. S. SHIPS 


In the eleven months ended with November, 1931, Ameri. 
can flag ships carried, by value, 33.8 per cent of the genera] 
imports and 36.2 per cent of the domestic exports in the water. 
borne foreign commerce of the United States, as compareg 
with 34 per cent for imports and 35.6 per cent for exports ip 
the corresponding period of 1930, according to the monthly sup. 
mary of foreign commerce issued by the Department of Cop. 
merce. For November the percentages were 30.8 for imports 
and 32.9 for exports as compared with 36.9 for imports and 335 
for exports in November, 1930. 


FOREIGN SHIP COMPETITION 


Chairman Davis, of the House committee on merchant 
marine, radio and fisheries, has announced that the committee 
will hold a hearing February 8 on proposed legislation designeg 
to protect American flag ships in the indirect trade between 
New York and Cuba, for instance, and in the coastwise trade. 
He said he would introduce bills dealing with the definition of 
“fighting ship.” Such ships are used to drive other ships out 
of trade routes. 


RIVER AND HARBOR BILL 


Though it was the intention recently of the House com. 
mittee on rivers and harbors to prepare a river and harbor 
authorization bill for submission to Congress at the present 
session, the indications now are that probably such a bill will 
not be reported. All the committees of the House have been 
asked not to report bills authorizing appropriations in view of 
the federal treasury deficit and in view of that the committee 
on rivers and harbors probably will defer the preparation of a 
river and harbor bill. The last general river and harbor authori- 
zation bill was passed July 3, 1930. It is explained that even 
though a new authorization bill is not reported and passed the 
river and harbor work already authorized will be carried on 
and that it has been estimated that it will take about eight 
years to complete work aleady authorized. 


PANAMA CANAL TOLLS 


In January 377 commercial vessels transited the Panama 
Canal and paid tolls of $1,770,250.68, as compared with 387 
transits and tolls of $1,757,869.54 in December, 1931, according 
to a radiogram received by the Secretary of War from the 
governor of the Panama Canal. For the six months ended with 
January the number of transits was 2,316 and tolls, $10,704, 
745.61, as compared with 2,890 transits and tolls of $12,825,397.71, 
for the six months ended with January, 1931. 


U. S. BARGE LINE EARNINGS 


The Inland Waterways Corporation, the government barge 
line agency, according to Major General Ashburn, chairman and 
executive of the corporation, had a net operating income of 
$298,835.88 in 1931, as compared with $65,177.09 for 1930. 

The total tonnage for 1931 was 1,533,855, as compared with 
1,490,624 for 1930. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved an allotment of 
$100,000 of river and harbor funds for the construction of 4 
dam on the Monongahela River in replacement of Dam No. 4. 


AMERICAN SHIP CONSTRUCTION 


American shipyards, January 1, were building or under con 
tract to build for private shipowners 89 vessels aggregating 
249,026 gross tons, compared with 92 vessels aggregating 278, 
680 gross tons on December 1, 1931, according to the Bureau of 
Navigation of the Department of Commerce. Seventeen of the 
vessels are of 1,000 gross tons and over and aggregate 198,900 
gross tons. 


PACKING AND SHIPPING CONFERENCE 


“Packing and Shipping Economics,” and “Research in the 
Development of Shipping Containers,” are two of many subjects 
to be covered by speakers at the second Packaging, Packiné, 
and Shipping Conference and Exposition in Chicago March 7 
to 12, inclusive, it is announced. Speakers will include Prof. 
L. C. Sorrell, of the University of Chicago, whose subject will 
be “New Transportation Developments and Their Effect 0 
Packing and Shipping”; C. A. Plaskett, in charge of container 
investigations, U. S. Forest Products Laboratory, Madison, Wis. 
“What Are the Minimum Requirements of Containers?”; Francs 
Chilson, New York, “Manufacturing Problems Connected Wit) 
Packaging,” and John Sullivan, American Management Ass0- 
ciation, New York, “The Machine Age—Its Effect on Marketiné 
Channels.” 
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CATTLEMEN AND THE KATY 


PIONEERS OF THE SOUTHWEST 








Segre 


Thanks to the Katy, 
you'll never know the 


hardships of the trail” 


N= fifty years have 
passed since the famed 
old Chisholm Trail, over which the pioneer cattle- 
men of the Southwest drove their herds to market, 
gave way to a new trail—a trail of steel. From those 
early days of railroading, with the uncertainties of 
service and delays, to the present, when fast, de- 
pendable rail transportation is recognized as the 
very life blood of the cattle industry, the Katy has 
been known as “the cattlemen’s railroad.” 


Every member of the — big family of workers 
has a pride in the knowledge that it is held in such 
esteem by the cattlemen. Proud, too, are they in the 
knowledge that there exists between their railroad 
and the cattlemen a strong bond of sympathy and 
a mutual understanding of what each has meant, 
and means, to the other. 


It is an understanding born of those years when the 
Katy extended its tracks into Oklahoma and Texas 
and not only ended the open trail with its attendant 
hardships and hazards, its inevitable stampedes and 
loss of life, but made possible the stabilization 
and enlargement of the cattle empire. 


It is an understanding that has grown and develop- 
ed as the live stock industry and the Katy Lines 
have grown and developed, striving shoulder to 
audiie, to further in every way possible the suc- 
cess of the Southwest. 







: Van 
fin 


Today the Katy has a deeper faith than ever in the 
future of the territory it has been privileged to serve. 
Pledged to a policy of progress and helpful cooper- 
ation, cattlemen and all other progressive citizens 
of the Southwest who have always looked to the 
Katy to render a transportation service as perfect as 
is humanly possible, may rest assured that there will 
be no let up in its efforts to warrant their fullest 
confidence. Petia nee as always, to provide serv- 
ice in advance of the Southwest's actual needs, 
the Katy is carrying on against the days when the 
trying times of '31 will be forgotten except for the 
good that must surely come out of them. 






PRESIDENT, 


J. H. Wilson, General Live Stock Agent —M. K. T. Lines, Fort Worth, Texas 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
mature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Damages—Conversion—Commissions 


New York.—Question: We would appreciate your opinion 
as to the liability of the carrier for “commission” under the 
following circumstances. 


A car of fruit was shipped to us at New York on consign- 
ment. The bill of lading, as well as railroad billing, showed 
that the car was billed open to us although, of course, the 
carrier would not know that it was a consigned shipment. The 
car arrived at the terminal serving the New York piers con- 
signed to ourselves, but before we ordered it for delivery the 
carrier turned the car over to one of our competitors, who sold 
it and remitted to the shippers, less his commission. As evi- 
dence that the car was consigned to us on arrival at Jersey 
City the carriers sent us the freight bill, which we paid, but 
which was later refunded to us by the person to whom the car 
was delivered. In fact, the only service we failed to perform 
on the shipment was the actual ordering for sale. The selling 
was done by auction. 

This action of the carriers is, in our opinion, a clear case 
of conversion of property, whereas the carriers take the posi- 
tion that since we performed no service on the shipment our 
claim for selling commission is declined. 

Answer: The duty of the carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment, or to his order, 
at the place of destination. This duty to deliver to the proper 
person is absolute. If the carrier delivers goods to a person 
not entitled to receive them it is liable to the person who is 
entitled to them for conversion, rendering it immediately liable, 
regardless of a subsequent destruction of the goods by act of 
God, and irrespective of its good faith in making the delivery. 
No question of care arises, for in such case the carrier acts 
at its peril and is liable regardless of negligence. 


Where the party receiving goods on commission is named 
as consignee of a shipment he has such beneficial interest in 
the transportation contract as to enable him to maintain suit 
on his own behalf, and in Missouri Pac. R. R. vs. Peru-Van Zandt 
Implement Co., 6 L. R. A. 1058, it was held that where thresh- 
ing machines shipped by a manufacturer to a sales agency 
which generally sold on commission were so delayed as to miss 
the threshing season, the agency was entitled to recover the 
amount of its commission. To the same effect is B. & M. R. 
Co. vs. Warrior Moore Co., 76 Me. 251, in which case it was 
held that D, who was to sell mowing machines on commission 
and remit the remainder to the owner, had such a special prop- 
erty in the machines as to entitle him to maintain an action 
against the carrier for damages sustained by both himself and 
the owner of the mowers, D’s damages being the loss of his 
commission because the sale was not consummated. 

See also Wolfe vs. Mo. Pac., 11 S. W. 49 and Collins vs. 
D. & R. G., 167 BS. W/ 1178. 

It is our opinion that the principle of these cases is applic- 
able in the instant case, and that you can recover the com- 
mission which you lost by reason of the conversion of the 
shipment by the carrier. 


Advancement of Transportation Charges to Truckman 

New York.—Question: We will appreciate if you will advise 
us if you can locate any case coming before the Commission 
dealing with the legality or propriety of railroads or steam- 
ship lines advancing transportation charges to truckmen who 
do not have tariffs on file with the state commissions or the 
Interstate Commerce Commission. 

Answer: We can locate no cases in which the Interstate 


Commerce Commission has dealt with the legality or propriety 
of railroads or steamship lines advancing transportation charges 
to truckmen. 





The Traffic World 





Vol. XLIX, No. 5 


We have no advice as to the rulings of the state commis. 
sions. 

In this connection we direct your attention to Item 35.p 
of Supplement 69, of Agent Jones’ Exceptions to Official Classi. 
fication, I. C. C. No. 2248, which item contains the following 
provision: 





On other traffic the carriers will, upon request, advance (gyb. 
ject to Section No. 1 of Rule No. 9 of Official Classification), for 9). 
lection from consignee, the following charges: 

(1) Legitimate charges of connecting rail or boat lines, and of 
the American Raialway Express Company or Southeastern Express 
Company. (This exception with respect to rail or boat lines will apply 
only to rail or boat lines which file their tariffs with the Interstate 
Commerce Commission). 


Damages—Measure of—Effect of Crail Decision 


Maine.—Question: I would like to have your assistance jp 
deciding the following question: 

A shipped a carload of canned goods to B, who is doing 
a wholesale business. The car arrvied with several caseg wet, 
B unloaded the car, reporting the damage to the carrier’s agent, 
who inspected the damage. B then sold the damaged goods 
to his regular customer, C, at a price 30c above invoice cost, 
and made claim against the carrier for 50c per case, this being 
the difference between the amount actually received and the 
regular selling price. Is the carrier obliged to pay B a profit 
over the invoice cost? 

Any citations specifying covering will be appreciated. 

Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
S. Ct. Rep. 504, the Supreme Court of the United States held 
that the provisions formerly carried in the carrier’s bill of 
lading which provided that the amount of any loss or damage 
for which any carrier is liable should be computed on the basis 
of the value of the property at the time and place of shipment, 
including freight charges, if paid, to be a limitation upon a 
carrier’s liability and therefore contrary to the Cummins’ amend- 
ment, and in effect stated that the measure of damages was 
the actual loss caused by the breach of contract of carriage, 
which loss is what the shipper would have had if the contract 
had been performed. Where goods are lost or destroyed the 
carrier is liable, as a rule, for their value at place of destina- 
tion at the time they should have been delivered, with interest 
thereon from that time, less the unpaid cost of transportation. 

The courts have found it: necessary to employ various 
methods or to admit testimony of various sorts tending to prove 
what in a given case is the market value of the article at its 
destination. See the decisions in Heidritter Lumber Co. vs. 
Cc. R. R. of N. J., 122 Atl. 691; Brown Coal Co. vs. Ill. Cent. 
R. R. Co., 192 N. W. 920; American Railway Express Co, vs. 
Parisian Hat Co., 240 S. W. 947; Smith vs. N. Y. 0. & W. RR. 
Co., 195 N. Y. S. 521. 

While the destination value is the measure of damages for 
loss of, injury or delay to goods, there is no uniform basis or 
method for arriving thereat. Each case must be determined 
by taking into consideration the circumstances surrounding the 
purchase, sale and transportation of the goods, such as, for 
instance, whether it was necessary to replace the goods at des- 
tination in order to fill a contract of sale or whether the con- 
signee has lost a sale because of the non-delivery of the goods 
or hag earned a retail profit by a contract of resale. 

Based upon the statements of the court in the Crail case, 
it would appear that the shipper in the instant case is entitled 
to a profit over the invoice cost. 


Receivers—Priority of Claims 


Michigan.—Question: Will you please explain the differ- 
ence between the status of freight claims and claims for goods 
sold and delivered against a railroad in receivership, pointing 
out the difference, if any, on such claims filed before and after 
receivership has been ordered? It would be further helpful 
if the comparisons could be made with similar claims against 
private corporations. ; 

Answer: The operating expenses of a railroad, after it is 
put in the hands of a receiver and its continued operation 
directed by order of court have priority both as to. income and 
corpus over the claims of mortgagees and other lienors, Thomas 
vs. Western Car Co., 149 U. S. 95, 13 S. Ct. Rep. 824; Union 
Trust Co. vs. Illinois Midland R. Co., 117 U. S. 434, 6 8S. Ct 
Rep. 800. 

By weight of authority, the claims and indebtedness of a 
receiver of an ordinary insolvent private concern for —— 
of operating the business cannot be given priority over = 
claims of the mortgagees and lien holders to the corpus of t 
property, but are inferior and subsequent thereto in the absence 
of consent or estoppel affecting the lienor. In re Cornell Co., 
201 Fed. 381; Raht vs. Attrell, 106 N. Y. 423, 13 N. E. 282. They 
are, however, entitled to be first paid from the operating nee 

A claim arising during the conduct of the receivership W 
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not be accorded a priority or preference over other claims un- 
less such action is necessary and proper and lien holders may 
contest the priority of any allowance on the question of its 
necessity and propriety. 

Damages for injuries to persons or property, during a re- 
ceivership, caused by the torts of the receivers’ agents or 
employes, are classed as a part of the operating expenses of 
the corporation, and entitled to the preference accorded to 
claims of that character, unless no apportionment of the dam- 
ages between those occurring before and those occurring after 
the appointment of a receivership can be made. Barton vs. 
Barbour, 104 U. S. 126, Union Trust Co. vs. Ill. Midland R. Co., 
117 U. S. 434, 6 S. Ct. Rep. 809; Atkinson vs. Aldrich Clisbee 
Co., 248 Fed. 134. Claims for freight overcharges are to be 
classed and preferred as operating expenses, St. Louis Union 
Trust Co. vs. Texas Southern R. Co. (Tex.) 126 S. W. 296. 

Under the circumstances and to the extent that other ex- 
penses of the receiver in the operation of a business are 
entitled to priority, a preference is accorded to supplies and 
materials necessary for the operation of the business. Union 
Trust Co. vs. Ill. Midland R. Co., 117 U. S. 434, 6 S. Ct. Rep. 
809. 

The general rules that secured creditors are ordinarily en- 
titled to priority over the claims of unsecured creditors and 
that the appointment of a receiver does not vest in the court 
absolute control over the property in respect of the priority 
of claims or general authority to displace the priority of vested 
mortgage or other contract liens apply ordinarily in receiver- 
ship proceedings for quasi-public corporations. It has fre- 
quently been held, however, that a court of equity may give 
a preference to unpaid claims for current expenses of the 
ordinary operation of the business, incurred within a limited 
time before receivership, over mortgage liens (Fosdick vs. 
Schall, 99 U. S, 233), and even, under certain circumstance, in 
respect of the corpus of the mortgaged property. The allow- 
ance of the priority is the exception and not the rule (Greig vs. 
Metropolitan Trust Co., 193 U. S. 183, 25 S. Ct. Rep. 415), and 
is made only in a comparatively few specified cases in which 
equity and good conscience require that the mortgage lien 
shall be postponed. Lackawanna Iron, etc., Co. vs. Farmers L. & 
T. Co., 176 U. S. 298, 20 S. Ct. Rep. 363. 

By the weight of authority the claim of an unsecured 
creditor of an ordinary corporation engaged in a private busi- 
ness may not be given a preference in equity over a mortgage 
or other contract lien (Snively vs. Loomis Coal Co., 69 Fed. 
204; Raht vs. Attrell, 106 N. Y. 432, 138 N. E. 282), but some 
cases have recognized the propriety of the allowance of a pref- 
erence to an unsecured claim for operating expenses. 

The preference of current operating expense claim over a 
claim for the mortgage debt attaches to the current earnings 
or income of the business earned either before the appointment 
of the receiver or during the receivership. 


While in a few cases the right of so-called current expense 
creditors to a preference over mortgage creditors in respect of 
income prior to the receivership has been recognized, ordinarily 
the rule permitting a preference to current expense claims does 
not apply in receivership proceedings involving corporations 
or private individuals carrying on a private business. War- 
burton vs. Perkins, 150 Md. 30, 133 Atl. 141. 


The general rule is that a secured current expense creditor 
of a quasi-public corporation is not entitled to priority over a 
mortgage creditor in respect to the corpus of the mortgage 
property or the proceeds of such property. St. Louis, etc., R. 
Co. vs. Cleveland, etc., R. Co., 125 U. S. 658, 8 S. Ct. Rep. 1011. 

Current operation debts incurred before a receiver is ap- 
pointed to be entitled to priority over the mortgage must have 
been incurred within a reasonable time before the appointment 
of the receiver, and the period has usually been fixed at six 
months. 

Excess freight charges collected from shippers are entitled 
to payment as preferred claims. U. S., etc., Trust Co. vs. Kan- 
sas City, etc., R. Co., 240 Fed. 505; Love vs. North American 
Co., 249 Fed. 103; Contra North American Co. vs. St. Louis, 
etc., R. Co., 288 Fed. 612. 

Ordinarily an unsecured claim for damages based on a 
tort of the mortgagor corporation prior to the receivership is 
not an operating expense within the rule allowing a preference. 
Fidelity Ins., etc., Co. vs. Norfolk, etc., R. Co., 127 Fed. 662. So 
a claim for the value of goods lost by fire while in the posses- 
sion of a railroad company and before the road is placed in 
the hands of a receiver is not entitled to priority over claims 
of bondholders. Easton vs. Houston, etc., R. Co., 38 Fed. 12. 


Statutory provisions for the preference over mortgages of 
claims or judgments against railroads for torts have been given 
effect in receivership proceedings, where the railroad is in the 
hands of receivers appointed by federal courts. North Amer- 
ican Co. vs. St. Louis, etc., R. Co., 246 Fed. 260; Trust Co. of 
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America vs. Norfolk, etc., R. Co., 183 Fed. 803 (affirmed 199 Fed, 
737). 


Tariff Interpretation—Application of Intermediate Rule to Inter. 
mediate Point But Over Route Other Than Route Over 
Which Specific Rate Published 


Georgia.—Question: The rate on a certain commodity from 
(A) to (C) is 177c per net ton and is only applicable via eg. 
rier (X) to junction (B) thence carrier (Y) to destination (C), 
The same tariff names a rate of 177c per net ton on the same 
commodity from (A) to (D) applicable via carrier (X) 
junction (B), thence carrier (Z) to junction (E), thence carrie 
(Z) through station (C) to station (D). The tariff provides 
intermediate application to points of destination. 

May the rate to station (D) be applied to destination (¢) jp 
connection with carrier (Z) by virtue of the intermediate rule 
in view of the fact that the tariff names a specific rate t 
destination (C) applicable only via carriers (X) and (Y)? 

Answer: Whether the rate to (D) may be applied at (¢) 
on shipments moving via carrier (Z) through points (B) and 
(C) depends upon the terms of the intermediate rule. If the 
provisions of the intermediate rule contained in Rule 27 of 
the Commission’s Tariff Circular 20 are published in the tariff 
naming the rates in question, we are of the opinion that the 
rate at the more distant point (D) may be applied at (C) m 
shipments moving via carriers (X) and (Y) via junctions (B) 
and (E). 

We can locate no decisions of the Commission covering the 
question. 


Charges on Shipment Handled by Forwarding Company Although 
Routed Via Rail Carrier 


California—Question: We would appreciate it if you would 
give your interpretation of the following question and also ref. 
erence to any court decision or decisions of the Interstate 
Commerce Commission you can cite relative to this question. 

When a shipment that is routed over a railroad line direct 
becomes lost at point of origin and handled entirely from that 
point of origin to its ultimate destination by a forwarding 
company who also makes delivery of this merchandise on a 
dead-over freight bill, collecting a lower charge per hundred 
pounds than would ordinarily have been applied had this ship- 
ment been handled by the railroad to which it was originally 
presented at point of origin, can the railroad company pre 
senting the freight bill and the shipping order also legally 
collect for the shipment, although it was not handled by 
themselves at any time? 

Answer: As to the forwarding company, while it apparently 
handled the shipment without a contract with the shipper, it 
is entitled to a reasonable compensation for its services, if the 
benefits of the handling accorded by this forwarding company 
are accepted by the shipper or consignee. 

In so far as the rail carrier is concerned, if it did not 
perform a transportation service under a contract of shipment 
evidenced by a bill of lading contract entered into between itself 
and the shipper, but transported the shipment under a contract 
of shipment entered into between itself and the forwarding 
company, it is our opinion that it may look only to the for- 
warding company for its charges, for whom, and not the shipper, 
it performed the transportation service. 

We cannot locate decisions which cover the question. 

Weighing and Reweighing 

New York.—Question: Will you kindly advise us if ther 
is at this time any ruling of the Interstate Commerce Commis 
sion relative to the compulsory testing of railroad scales. 

We would also like to know whether or not a railroad has 
a right to weight cars and issue certified weights on contents 
of cars when that carrier is aware of the fact that their scales 
over which the car has been weighed have not been tested with- 
in a period of about a year. 

Also kindly advise whether or not the original weight of 
the originating carrier will govern when it has been proven thal 
the scales on the delivering road had not been tested since 
March, 1931. 

Answer: While in its decision in In re Weighing of Freight 
by Carriers, 28 I. C. C. 7, the Commission has recommen 
federal supervision of the weighing of freight, including the test 
ing of scales of rail carriers, the Commission’s recommendation 
has never been acted upon. 

The mere fact that there has been no test of a scale within 
a given time is not conclusive evidence of the inaccuracy of 8 
scale, but this fact, together with other evidence, may “ 
that the scale is inaccurate. The weight of a given shipmel 


is a question of fact to be determined from the available e* 
ale 


dence. Peter vs. O. S. L. R. Co., 20 I. C. C. 598. 
A carrier may not provide by tariff that a particular 
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weight will govern On this point, the Commission in the case 
first cited above, on page 30, said: 


One instance has come to the attention of the Commission where 
the tariff of the carrier provided that the weight ascertained upon 
a particular scale should govern, and it is frequently provided that 
weights at points of origin will govern. 

Tariffs of this character are unreasonable. The shipper should 
be required to pay upon the actual weight. To assess freight charges 
upon any other than the actual weight is to impose a rate either too 
high or too low and to discriminate between different shippers. A 
carrier may not provide that the weight of a particular scale shall 
govern, whether that scale be accurate or inaccurate, for the question 
is always, what is the actual weight of this shipment within rea- 
sonable limits as above indicated? 

Neither is it proper to — that weights at either the point 
of origin or the point of destination shall govern, unless those weights 
are correctly taken; that is, such a tariff would be unreasonable unless 
the shipper were permitted to show by reweighing or by other means 
that the weights at the point of origin were inaccurate. 


Unless there is a reweighing in accordance with the provi- 
sions of the carriers’ tariff in which rules are published which 
incorporate the provisions of the National Code of Rules Gov- 
erning the Weighing and Reweighing of Carload Freight, there 
is no check upon the original weighing other than such other 
evidence as it may be possible for the shipper to assemble. 
In this connection see our answer to “New York” on page 
248 of the Traffic World of August 1, 1932, under the caption, 
“Weighing and Reweighing—Right of Consignee to Demand Re- 
weighing of Car.” 


Demurrage—Assigned Tracks 

Georgia.—Question: On page 146 of the Traffic World dated 
January 16, under caption “Questions and Answers” Texas, “De- 
murrage—Assignment of Railroad Track for Individual Use of 
Shipper—Manner of.” 

I agree with your interpretation of the rule. However, I 
will thank you to advise, if the railroad has a right to use the 
assigned track, or that portion of track, assigned to the shipper 
for his individual use, as the carriers passing track and run 
their trains in on said assigned track and stand for hours 
awaiting other trains to pass, thereby interfering with the 
shipper unloading his cars, and still call the track a private 
track or an assigned siding, assigned for individual use or 
other-than-public-delivery track? Would not this interference 
nullify the assignment? 

Answer: The assignment of tracks by the carrier to a 
shipper seems to be more or less informal, although probably 
covered by written agreements in certain instances, in which 
event the provisions thereof will govern the rights of the parties 
thereto, if supported by sufficient consideration. 

There is, of course, no obligation on the part of the shipper 
to use the assigned track, and threfore, the shipper may, if 
he sees fit, discontinue the use thereof. 

If the carrier’s use of the assigned track in the manner 
you have outlined interferes with the use thereof by the 
shipper and results in his paying demurrage charges on cars 
which would have been unloaded within the free time but for 
the carrier’s use thereof, it would appear that the provisions 
of Section (E) of Rule 8 of the Demurrage Rules, as published 
in Agent Jones’ Tariff I: C. C. 2400, would apply. 

We locate no decisions of the Commission which deal with 
the question. 


Tariff Interpretation—Application of Emergency Charges to 
Shipments From Points in Canada to Points in the United 
States 


Canada.—Question: Will you please advise whether on 
shipments from points in Canada to points in the United States 
the emergency charges assessable should be limited to not in 
excess of 10 per cent of the line haul transportation charges 
accruing to the United States railroad lines, having in mind a 
commodity on which the emergency rate is 2c per one hundred 
pounds. 

Also advise whether, in connection with shipments to 
border points like Detroit and Buffalo, the emergency charges 
should. be assessed in view of the fact that practically 95 per 
cent of the handling is performed by the Canadian lines, and 
if so, on what basis do you think they should be computed. 

Answer: Item 10 of the Tariff of Emergency Charges pro- 
vides that no emergency charge will be in excess of the line- 
haul transportation charges accruing under rates which are 
subject to this tariff. There is no limitation in this item of 
the emergency charge to 10 per cent of the proportion accru- 
ing to the United States carriers and, therefore, in our opinion 
the maximum charge is to be based upon 10 per cent of the 
transportation charges for the entire haul. 

Paragraph (C), of Item 35 of the Tariff of Emergency 
Charges provides that where freight is transported from a point 
in Canada to a point in the United States, the emergency 
charges will be those provided in this tariff applied to the 
transportation charge, assessed under rates which are subject 
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to this tariff and that such emergency charges will be adda 

to the transportation charges and collected by the deliver; 

carrier and shall accrue to the carriers within the United Stata 
In our opinion, the emergency charge is to be addeg te 

gardless of the length of the haul performed by the Carrier ; 

within the United States, there being no limitation jp the 

tariff to the contrary. 


Freight Charges—Liability Where No Recourse Provision of gi 
of Lading Executed by Shipper 


Kentucky.—Question: In the January 9, 1932, issue of the 
Traffic World, page 76, under the caption “Freight Charge_ 
Liability for,” “Pennsylvania” you quote L. & N. vs. Centy 
Iron & Coal Company, 265 U. S. 59, 44 S. Ct. Rep. 441, Stating 
in connection therewith “as the court points out, the consign, 
may, under the provisions of section 7 of conditions and clay 
on the face of the bill of lading, relieve himself of all liability 
for freight charges.” 

Page 68 of your same issue under caption “Bill of Ladin 
No Recourse Clause,” quotes an opinion of the federal cou, 
for the western district of Pennsylvania in No. 53651, N, Y, ¢ 
R. R. Co. vs. Union Oil Co., Pennsylvania, wherein L. & N, \ 
Central Iron & Coal Co., 265 U. S. 59, was quoted by the cour, 

There seems to be a conflict, and under the opinion gf 
Judge Gibson of the western district of Pennsylvania, ther 
would appear to be no reason whatever for the no recourse 
clause of Section 7 of the bill of lading, since it does not po 
tect the shipper or consignor. 

Answer: Under the facts in the decision to which you refer, 
as set forth on page 60 of the January 9, 1932 Traffic World 
eight of the nine shipments involved were prepaid shipments 
which had been undercharged to the extent of the difference 
between the rate on which charges were prepaid and the legally 
published tariff rate. The other shipment was a collect ship 
ment. All of the shipments were order notify shipments and 
all were delivered to a notify party having residence in Canada, 

As to the eight shipments on which the charges were pre 
paid, we are in accord with the views of the court that the 
consignor is the party liable for the undercharges. See our 
answer to “Colorado,” on page 1414 of the December 26, 1931, 
Traffic World, under the caption “Freight Charges—Applicatio 
of Section 7 of the Bill of Lading to Prepaid Shipments.” 

As to the shipments billed with charges collect, aside from 
the view of the court as to the unenforcibility of the provi: 
sions of the Act in the courts of Canada, which is not sup 
ported by citations, we do not believe that the statements of Bec. 
the Supreme Court of the United States in its decision in 
L. & N. R. R. Co. vs. Central Iron & Coal Co., 265 U. S. 5f, 
44 S. Ct. Rep. 441, necessarily support the conclusion of the 
court in its view that Section 7 of the Bill of Lading Contract 
Terms and Conditions does not release the consignor and 
shipper from liability where the goods are accepted by the 
notify party 

While in the Central Iron & Coal Company case, the St 
preme Court did not specifically determine the validity of the 
no recourse provision of the uniform bill of lading, it called 
attention to the provision in its discussion of the liability of the 
several parties to a bill of lading contract of carriage. 

In our opinion the statements of the Supreme Court in 
Central Iron & Coal Co. case support the validity of the! 
recourse provision, rather than otherwise, although there § 
no direct statement to this effect. The following statement 
made therein: 


But delivery of goods to a carrier for shipment does not, undet 
the Interstate Commerce Act, impose upon a shipper an absolute obl 
gation to pay freight charges. The tariff did not provide when oF 
whom the payment should be made. As to these matters carrier 
shipper were left free to contract, subject to the rule which prohibits 
discrimination. The carrier was at liberty to require prepayment 0 
freight charges; or to permit that payment be deferred until the 
goods reached the end of the transportation. Wadleigh Southern By. 
Co. vs. Georgia, 235 U. S. 651, 656. Where payment is so defertet, 
the carrier may require that it be made before delivery of the goods; 
or concurrently with the delivery; or may permit it to be made later. 
Where the payment is deferred, the contract may provide that the 
shipper agrees absolutely to pay the charges; or it may provide 
merely that he shall pay if the consignee does not pay the chargé 
demanded upon delivery of the goods. Or the carrier may accept tlt 
goods for shipment solely on account of the consignee; and, knowilé 
that the shipper is acting merely as agent for the consignee, ™& 
contract that only the latter shall be liable for the freight charg 
Or both the shipper and the consignee may be made liable. 

































































































































Rates—Reasonableness of 


New York.—Question: The rate on blackstrap molass 
from Albany, N. Y., to Eaton, N. Y., is 18c per cwt., and 
Oswego it is 15c as published in Agent Curlett’s I. C. C. Ast 
This is the sixth class basis as provided for in D. & H. Exc? 
tions I. C. C. 46. 

Do you think there would be a possibility for us to b# 
the rate to Eaton reduced to a parity with the Oswego 
and if so how should we go about it? Also would there 
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any chance for claim for reparation in case this rate should 
be reduced? 

Answer: To Oswego via the N. Y. C. direct the distance 
is 180 miles, while via the D. & H. and N. Y. O. & W. the 
distance is 238 miles. It is therefore probable that the N. Y. O. 
& W. has relief from the long and short haul provision of the 
fourth section to publish higher rates at Eaton, which is inter- 
mediate via the route which includes its line between Albany 
and Oswego. Furthermore, Oswego being a lake port, and 
there being water transportation service between that point 
and Albany via the New York barge canal, there is the prob- 
ability that the carrier could successfully urge this as a justi- 
fication for lower rates to Oswego than to Eaton. 

In this connection, see the statement on page 712 of the 
Commission’s decision in Albany Perforated Wrapping Paper 
Co. vs. N. Y. C. R. Co., 174 I. C. C. 707, and the decision in 
Oswego vs. B. & O. R. R. Co., 146 I. C. C. 293. 


Tariff Interpretation—Appiication of Emergency Charges— 
Through Shipment versus Two Separate Shipments 


Maryland.—Question: A carload of poultry feed is shipped 
milling in transit as far as the rate and route applies and then 
reshipped on a new bill of lading to final destination on an- 
other railroad. 

Is the shipment subject to a second emergency charge 
from the junction point to final destination? The transit rail- 
road will not accept the bill of lading with a notation to for- 
ward to final destination and Item 15A of the emergency tariff 
is not clear on this point. 

A carload of poultry feed is shipped to destination, refused 
and reshipped to another point two weeks later. Is the second 
shipment subject to the emergency charge? 

Answer: Item 15, paragraph (a) of the Tariff of Emergency 
Charges, provides that where through shipments move on com- 
bination of rates lawfully on file with the Interstate Commerce 
Commission, and one or more of the factors are subject to that 
tariff, one emergency charge based on the highest emergency 
charge rate at the highest weight applicable to any factor sub- 
ject to the tariff will be applied. 

The determining factor, in both questions, is, in our opinion, 
whether there was a through shipment. [If so, only one 
emergency charge is applicable. If, in each instance, there 
were two separate and distinct movements, two emergency 
charges are applicable. 

As to the first question, the facts given are not sufficient 
for a determination of whether a through shipment or two 
separate shipments is involved, it not being apparent in what 
sense you are using the phrase “as far as the rate and route 
applies.” 
as With respect to the second question, we are inclined to the 
opinion that there was a reconsignment and therefore a 
through shipment within the purview of the decision of the 
Commission in Woodward & Son vs. Southern Ry. Co., 156 
I. C. C. 354. In this case the Commission on page 356 said: 


A general principle that the essential character of commerce, 
whether interstate or intrastate, for example, rather than the mere 
accidents of billing, is controlling, and that a persistent original 
intent on the part of the shipper may be determinative of the ques- 
tion, has been laid down by the Supreme Court in Chicago, M. & St. 
P. Ry. Co. vs. Iowa, 233 U. S. 334; B. & O. S. W. R. R. Co. vs. 
Settle, 260 U. S. 166, and other cases, but in none in which the prin- 
ciple was applied did a transit or reconsignment tariff come into play. 
The intent as to destination which enters into an original contract of 
carriage is not determinative in cases in which a tariff of either 
kind is in effect and expressly provides for changes in the original 
intent. The reconsignment tariff in this case so provides. By virtue 
of such a tariff, in effect when a shipment originates and duly com- 
plied with, movements to and from a reforwarding point, separate in 
fact, are in legal contemplation linked together in a continuous through 
movement, upon such rates and charges as the tariff provides there- 


for. 
SHORT LINE MEETING 


The Trafic World Washington Bureau 


In preparation for the special meeting of the American 
Short Line Railroad Association at the New Willard Hotel on 
February 2 and 3, the executive board of the association con- 
sidered various subjects that, in its opinion, should be discussed. 
It therefore adopted resolutions, in outline, stating its views on 
the various matters. 

Among other things it recommended repeal of the recap- 
ture part of section 15a and endorsement of H. R. 7117, intro- 
duced by Chairman Rayburn of the House committee on inter- 
state and foreign commerce, the short bill that contains no 
provision for a rate base, submitted by the Commission as an 
alternative for H. R. 7116, containing a rate base. 

The action of the board was reported by President Bird M. 
Robinson at the first meeting of the association. The proposi- 
tion to endorse repeal of the recapture part of section 15a was 
taken up and acted upon immediately. The association voted 
in favor of repeal of that part of the section, ab initio, or re- 
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troactively as the action is also called. The association al 
voted in favor of a ratable distribution of the money thus = 
collected. That is, it voted to have the money returned re 
those who paid it plus the interest accumulated by the goven, 
ment in the period the payment of each particular railroaq Was 
in its hand. A committee was instructed to present a Suitably 
phrased resolution to that effect. ' 

Car hire settlement questions occupied the attention of the 
association for the remainder of the morning. President Rob. 
inson pointed out that under the reopening of the case by the 
Commission it would be necessary for each short line to pre 
sent evidence in its “own behalf either by an outside attorne; 
engaged by it or by attorneys of the association Specifically ay. 
thorized to represent a particular carrier and at the expense oj 
the carrier. 

Mr. Robinson pointed out that the association had handled 
the question while it was general. He said that now that jt 
had become a question to be handled for each road as an entity 
the association could not proceed without authorization fron, 
each road desiring to present its case in that way and provision 
aod _ road bearing its share of the expense incurred in its 

ehalf. 

The formal sessions came to an end on February 2. Hoy. 
ever, provision was made for meetings of members interesteg 
in particular subjects, such as recapture, immediately after the 
formal sessions. Arrangements were also made for short line 
representation at the hearing of the House committee on ip. 
terstate and foregin commerce on substitutes for section 1hg, 

The association adopted the suggestion of the executive 
board that H. R. 7117 be endorsed. It also adopted a resolution 
expressing it to be the sense of the body that any legislation 
that was passed by Congress “ought to have it in mind that 
pe ta and trucks should be regulated on a parity with rail- 
roads.” 

Another resolution adopted by the meeting requested the 
officers of the association to intervene in the Commission's 
case on reciprocity in buying and routing in opposition to that 
part of the report made by Director Bartel and Examiner 
Rogers which would deprive short lines of overhead freight 
routed by shippers. The officers were directed to protect the 
interests of the short lines in the whole subject but depriving 
shippers of their right to route freight was mentioned particu- 
larly. Routing by shippers gives the short lines their overhead 
freight. 

A very large proportion of the time of the final session was 
devoted by members to asking President Robinson about the 
possibility and method of procedure by which loans might be 
obtained from the Railroad Credit Corporation and/or the Re 
construction Finance Corporation. Mr. Robinson, who is a 
director of the first mentioned corporation, was able to answer 
nearly all the questions. He said that President Hoover had 
asked the presidents of the two corporations to cooperate to 
save bad situations among the railroads, one to act where the 
other could not. 


ILLINOIS TRAFFIC LEAGUE 

The following officers and directors of the Illinois District 
Traffic League have been elected: President, R. J. Dellinger, traf: 
fic manager, Western Stoneware Co., Monmouth, IIL; first vice 
president, A. L. Peterson, traffic manager, Central Illinois Public 
Service Co., Springfield; second vice-president, W. J. Hammond, 
traffic manager, Inland Steel Co., Chicago, Ill.; secretary-treas 
urer, A. J. Christiansen, traffic manager, Association of Com- 
merce, Moline, Ill. Directors: O. T. Arnold, traffic manager, 
Caterpillar Tractor Co., Peoria, Ill.; C. W. Ashworth, traffic 
manager, Richard Wilcox Co., Aurora, Ill.; C. S. Bather, traffic 
manager, Rockford Manufacturers’ and Shippers’ Association, 
Rockford, Ill.; T. C. Burwell, vice-president, A. E. Staley Manv- 
facturing Co., Decatur, Ill.; S. G. Creswick, traffic manager, 
Dubuque Shippers Association, Dubuque, Iowa; George M. Cul 
mins, traffic counselor, Chamber of Commerce, Davenport, Ia. 
J. L. Donnelly, vice-president, Illinois Manufacturers’ Associa: 
tion, Chicago, Ill.; A. R. Ebi, general traffic manager, Deere & 
Co., Moline, Ill.; O. B. Eddy, traffic manager, Association of 
Commerce, Peoria, Ill.; E. L. Henninger, traffic manager, Ass 
ciation of Commerce, Bloomington, Ill.; C. E. Hochstedler, traffic 
director, Association of Commerce, Chicago, Ill.; R. K. Keas, 
traffic manager, LaClede Steel Co., St. Louis, Mo.; E. W. Larrick, 
traffic manager, Association of Commerce, Decatur, IIl.; W. F 
Long, traffic manager, Manufacturers’ Association, Sterling, Ill: 
W. F. McDonald, traffic manager Barber Green Co., Aurora, Ill. 
M. L. Pieper, traffic manager, Chamber of Commerce, Sprits 
field, Ill.; R. M. Vowels, traffic manager, Montgomery Ward é 
Co., Chicago, Ill.; W. Y. Wildman, traffic manager, Illinois Coal 
Traffic Bureau, Chicago, Ill.; Ray Williams, traffic manage. 
Chamber of Commerce, Cairo, Ill.; H. E. Younggren, traffic ma! 
ager, Kewanee Boiler Co., Kewanee, Ill. O. B. Eddy is the retit 
ing president. 
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ENGLAND'S 
TARIFF WALLS 


What Then? 


Recent economic trends have forced the issue ...to make 
money in England, your merchandise must be “Made in 
England.” 

Tariff walls are rising. England’s rejection of the gold 
standard puts America’s exporting to England at increased 


disadvantage. 


Yet, every trade difficulty is overcome by establishing a 


factory in England. We can help you find both building 
and location. Our files contain full information on wages, 
taxes, labor supply . . . floor plans and photographs. 

This service is readily available at any one of our 
American offices and may be yours in strict confidence 
without obligation or expense. Simply indicate your in- 


terest .. . by letter or telephone. 


LIMS 


GREAT BRITAIN 


London, Midland & Scottish Railway of G. B. 


[LONDON, MIDLAND & SCOTTISH CORPORATION ] 


Thomas A. Moffet, Vice-President—Freight Traffic 1 Broadway, New York City 
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Personal Notes 





Henry Clapp, of Raleigh, N. C., succeeds R. H. Dozier as 
general southern agent, Norfolk Southern, at Atlanta. Mr. 
Dozier is to resume his former position at Baltimore. 

W. H. Dana, assistant general freight agent, Union Pacific, 
has been unanimously elected a member of the standing rate 
committee of the Trans-Continental Freight Bureau, effective 
March 1, succeeding Henry Blakeley, whose resignation takes 
effect that date. 

Richard H. Relf, one of the oldest employes of the Northern 
Pacific, in point of service, one of the early builders of the 
first northern transcontinental railroad, retired January 31 after 
nearly fifty-three years of continuous activity with the company. 
He took his first job with the railroad on June 1, 1879, when 
he became an office boy in the chief engineer’s office at Mandan, 
Dakota, serving under the first engineer, T. L. Rosser, who 
had been a confederate general in the civil war. He held vari- 
ous clerical positions until thirty-one years ago, when he be- 
came assistant secretary of the railroad, with headquarters in 
St. Paul, which position he held until retirement. 

A. N. LaCombe has been appointed superintendent of the 
Peninsula division of the Chicago and North Western, with 
headquarters at Escanaba, Mich. G. B. Vilas, general manager 
of the road, has announced. Mr. LaCombe replaces Frank R. 
Lloyd who retired from active service on a pension. 

Lawrence N. Helm, past president of the Indianapolis Traffic 
Club, has been elected president of the World Trade Club of 
Indianapolis, an organization of exporters and those interested 
in exporting. He is the first one other than an actual exporter 
to be president of the club. He is commercial agent for the 
Norfolk and Western at Indianapolis and a member of the com- 
mittee on procedure of the Associated Traffic Clubs of America. 

The resignation of T. F. Joyce, assistant vice-president of 
the Boston and Maine, has been announced. In connection with 
the announcement President E. S. French said: ‘It is with very 
real regret that I have accepted Mr. Joyce’s resignation, 
originally tendered a year ago. In the seven years of his 
connection with the Boston and Maine, the years of rehabilita- 
tion of the railroad, Mr. Joyce’s work in the fields of public 
relations, publicity and industrial development has been out- 
standing.” Mr. Joyce said he was planning to take a vacation 
before giving further business plans. 

Paul M. Ripley, president of the American Sugar Transit 
Corporation and in charge of traffic of the American Sugar 
Refining Company, was elected chairman of the American 
Steamship Owners’ Association at the annual election at the 
association’s offices in New York February 2. He succeeds 
Frank C. Munson, president of the Munson Line. Mr. Ripley 
is past president of the National Industrial Traffic League and is 
now a member of its executive committee. He is also chairman 
of the executive committee of the Association of Practitioners 
before the Interstate Commerce Commission. 

E. A. Stedman, vice-president, Railway Express Agency, at 
Chicago, will retire February 29. He will be seventy years old 
February 28 and has been in the express business since 1878. 

C. Fred Keller has been appointed traffic manager, Lehigh 
and New England Railroad, with headquarters at Bethlehem, 
Pa. Henry L. Albert has been appointed general freight agent; 
R. E. Bauder, assistant general freight agent, succeeding M. A. 
Gangawer, retired, and John S. Mowbray, commercial agent, at 
Bethlehem. 

A. W. Lenhard has been appointed freight representative, 
Pennsylvania, at Akron, O. 

John L. Baldon has been appointed passenger traffic man- 
ager, Norfolk and Western, with headquarters at Roanoke, Va., 
succeeding W. C. Saunders, retired under pension rules. The 
office of general passenger agent at Roanoke has been abolished. 
E. L. Repass has been appointed assistant general passenger 
agent at Roanoke. 

At a meeting of the board of the Pere Marquette, F. M. 
Whitaker was elected vice-president in charge of traffic, with 
headquarters at Cleveland. 

George L. Bolton has been appointed dairy agent, D. L. & 
W., in addition to his duties as agent at Pier 13, North River, 
New York. P. J. Gaynor has been appointed assistant dairy 
agent, with headquarters at New York. 

A. W. Billington has been appointed traveling freight agent, 
Pittsburgh and West Virginia, with headquarters at Detroit. 
He was formerly general agent, Peoria and Pekin Union, at 
Detroit, 

Lloyd B. Hughes, traffic manager of Montgomery Ward and 
Company, Oakland, also reserve transportation officer of the 
Twelfth Naval District, has been elected president of the United 
States Naval Reserve Officers’ Association. 
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Doings of the Traffic Clubs 


The program at a luncheon meeting of the Traffic Club of 
Fort Worth at the Blackstone Hotel February 4 was presente 
by the Texas and Pacific Terminal Warehouse. L. C. Porter 
general manager, spoke on “Warehousing and Merchandise 
Distribution.” J. A. McCaul, general agent, T. & P., was ip 
charge of the program. Music and other entertainment were 
provided. 








“Foreign Trade Night” will be observed by the Pacific 
Traffic Association at a meeting at the Palace Hotel, San Frap. 
cisco, February 9. Paul P. Whitham, formerly with the Uniteg 
States Department of Commerce in China, will speak on “The 
Present Controversy in China and How it Will Affect American 
Interests.” 





At a dinner meeting of the Sheboygan Traffic Club Febry. 
ary 16 C. S. Jefferson, general solicitor, C. M. St. P. & P,, will 
be the principal speaker. 





Oliver W. Tong, newly elected president of the Traffic Club 
of Minneapolis, was born at South 
Bend, Indiana, and received his early 
education in the parochial schools. 
Later he attended the University of 
Notre Dame. He entered railroad serv- 
ice with the Great Northern Railway 
in 1898 and became connected with the 
Cc. St. P. M. and O. general freight 
department in 1899. In 1907, on crea- 
tion of the Railroad Commission of 
Montana, he became its first rate ex- 
pert and continued with it until 1915. 
Since that time he has been in con- 
tinuous practice before the Interstate 
Commerce Commission. He has been 
a member of the Traffic Club of Minne- 
apolis for fifteen years and has just 
concluded five years’ service as a 
director. Last year he was first vice- 
president. 











The Women’s Traffic Club of Los Angeles held a meeting 
at the Alexandria Hotel January 27. Mrs. Florence Casler, of 
E. C. Casler Construction Company, was the speaker. Miss 
Irene Donahue, Santa Fe, gave details of a dinner and bridge 
party to be given for the benefit of the unemployed February 
10. The dinner and bridge party will take the place of the 
next regular meeting of the club. 





At the annual election February 1 the board of the Traffic 
Club of Erie elected the following officers: President, W. F. 
Gleason, general agent, New York Central; vice-president, R. L. 
Taft, General Electric Company; treasurer, O. L. Fleeger, freight 
agent, B. & L. E.; secretary, M. W. Eismann, traffic manager, 
Manufacturers’ Association of Erie. The nineteenth annual 
banquet will be given at the Lawrence March 15. 





The Transportation Club of Springfield (Ill.) will hold its 
annual dinner at the St. Nicholas Hotel February 16. Local 
civic and dinner clubs will join with the transportation club for 
the occasion and a general invitation is extended to all inter- 
ested in transportation to attend. Reservations should be re 
ceived not later than February 15 by the secretary, according 
to the announcement. J. M. Fitzgerald, vice-chairman, Com- 
mittee on Public Relations, Eastern Railroads, will be the prit- 
cipal speaker. His subject will be “Government and Transpor- 
tation.” Donald Funk, president of the Springfield Chamber of 
Commerce, will be toastmaster. An attendance of between four 
hundred and four hundred and fifty is anticipated. 





J. R. Turney, vice-president, traffic, of the Cotton Belt, was 
the principal speaker at a dinner of the Transportation Club of 
Louisville at the Brown Hotel January 28. A. M. Stevens, 
traffic manager, Standard Oil Company, was toastmaster, and 
S. A. Cash, president of the club, presided. There were about 
two hundred present. “For nearly half a century this country 
has been engaged in a vast experiment of governmental regula 
tion of the railroads,” said Mr. Turney. “The original laws 
were based on the sound economic principle that railroads were 
quasi-monopolies and should be prevented from practicing ¢* 
tortion and discrimination. As we have seen, the monopolistic 
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character of the railroads has constantly lessened in recent 
years until it no longer exists. Despite this diminished need 
for regulation, not only has political control over the railroads 
increased, but the sound principle just mentioned has been jet- 
tisoned for one of adminstrative control of operations by by. 
reaus. Year after year our legislatures, in an attempt to bol- 
ster up the failure of these bureaus, to remedy the evils for 
which they were created—a failure due to the shortcomings of 
a false economic theory—have passed more and worse laws 
The present excuse for still greater regulation, including all 
transport, is that it is necessary to resuscitate its own victim.” 





Samuel S. Wyer, of the Ohio Foundation for Utilities, Fue} 
and Transportation, was the speaker at the monthly meeting 
of the Traffic Club of Atlanta at the Atlanta Athletic Club Feb. 
ruary 1. The Traffic Club Quartette furnished entertainment. 





The speaker at the luncheon of the Oklahoma City Traffic 
Club at the Skirvin Hotel February 1 was Judge B. M. Par. 
menter, former assistant United States attorney general. Special 
entertainment was on the program. 





F. Lincoln Holmes, professor of speech, University of Min. 
nesota, spoke on “The Human Voice—Its Efficient Use” at an 
“educational meeting” of the Transportation Club of St. Paul 
arranged by the educational committee at the Hotel Lowry 
February 2. 





The principal speaker at the ninth annual banquet of the 
Birmingham Traffic and Transportation Association at the Tut- 
wiler Hotel February 16 will be Whiteford R. Cole, president 
of the L. & N. Borden Burr, attorney, will be toastmaster. 
At a luncheon February 8 candidates for office will have an 
opportunity to convince the members of their good qualities. 





The Denver Commercial Traffic Club dinner meeting was 
held in the Chamber of Commerce dining room January 20. 
Practically the entire membership was present. The evening 
was given over to a spirited discussion of the ruling of the 
United States Supreme Court in the western grain rate case, 
the order of the Commission in the fifteen per cent case, and 
to minor traffic questions as presented by individual members. 





The ‘nominating committee of the Traffic Club of Chicago 
has nominated the following officers and directors for the elec- 
tion to be held next month: Henry A. Palmer, for president; 
W. D. Beck, for first vice-president; R. J. Wallace, for second 
vice-president; F. B. Houghton, for third vice-president; R. W. 
Campbell, for secretary; J. H. Howard, for treasurer. Directors 
to serve two years: J. H. Mangold, E. F. Smith, George A. Hill, 
John W. Bingham. 





The Metropolitan Traffic Association of New York met for 
the first time in its new quarters in the Tavern Room of the 
Hotel Hermitage January 28. The association has been holding 
its meetings in the 69th Regiment Armory since its organiza- 
tion but, due to a steady increase in membership, it was found 
necessary to seek larger quarters. Following the dinner and 
business meeting the evening was given over to informal dis- 
cussion of traffic problems, the open forum being conducted by 
R. J. Newberry, assistant traffic manager Johns-Manville Cor- 
poration, the scheduled speaker having been forced to cancel 
his engagement due to illness. The association, which is com- 
posed of the younger traffic men in New York and vicinity, 
now has a membership of over 300 and it is expected that its 
growth will continue in its new headquarters, which are more 
conveniently situated for meetings. John J. Connell, of the 
Lehigh Valley Railroad, is president. The next meeting will be 
Feb. 18. 





A. L. Emery, district traffic manager, Panama Air Lines, 
Cleveland, will be the speaker at a meeting of the Traffic Study 
Club of Akron at the Mohawk building February 9. 





George H. Evans, general traffic manager of the Evans 
Milling Company, was chosen president of the Indianapolis 
Traffic Club at the annual election January 21. Other officers 
elected were:: First vice-president, G. A. Macnamara, district 
freight agent, Canadian Pacific and Soo Line railroads; second 
vice-president, Barton L. Mather, traffic manager, Service Spring 
Company; third vice-president, W. L. Snodgrass, general super 
intendent of traffic, Indiana Railroad; secretary-treasurer, R. ©. 
Johnston, assistant treasurer, Beveridge Paper Company; 80V 
ernors, M. T. Forte, traffic manager, Lone Star Cement Com- 
pany; Otto G. Hagemann, general agent, Chicago Burlington 
and Quincy; J. W. Korn, traffic manager, Eli Lilly and Company, 
and M. ©, Safford, traffic manager and purchasing agent, The 
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THE UTMOST IN SERVICE 
AT REDUCED COST 


THE CAMDEN MARINE TERMINALS offer steamship companies, shippers and distrib- 











utors unsurpassed facilities for the handling and forwarding of all classes of 
freight with the utmost dispatch, safety and economy. 


Five ocean-going cargo carriers can be berthed and worked simultaneously. The 
quay wharf provides for docking without tugs. Two shipside R. R. tracks traverse its 
entire length. Steel cargo masts seventy-five feet high permit the transfer of freight 
from ship to cars without delay. Two transit cargo sheds equipped with dry pipe 
sprinkler system provide 74,000 
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There’s a way to cut costs 
while increasing your sales 
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TELLS HOW 
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minimum cost... how to place Rice, Karo—and hundreds of 
spot stocks of your merchandise others, made by manufacturers 
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ably sold. . . how to reduce executives are finding fruitful 
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Wadley Company. Howard A. Koch, division freight agen 
Pennsylvania, the retiring president, automatically became 4 
member of the board. The election was preceded by a dinner y 
the Hotel Lincoln. Mr. Koch presided and Mr. Johnston gave 
a report of the club’s business transactions in the year, 





The answer to the question as to whether, with a reyjya) 
of prosperity, the railroads will be able to hold their former 
place in the national transportation setup, according to Julian 
L. Eysmans, traffic vice-president of the Pennsylvania, speaking 
before the Traffic and Transportation Association of Pittsburgh 
at its annual dinner at the William Penn Hotel February 4 
depends entirely on whether they will be permitted “to retain 
the advantages of the immense physical superiority which they 
possess over other forms of transportation for moving the great 
bulk of the country’s commerce.” History of Past depressions, 
he held, conclusively indicated that the present one would be 
followed by business expansion on a greater scale than the 
country had previously known. He pointed out that the country 
had three distinct systems of transportation—rail, highway ang 
waterway. To date there had been little effort to coordinate 
them, he asserted. That, he said, presented one of the problems 
of the future. 





“Lawyers’ Day” was observed by the Traffic Club of Minne. 
apolis at its weekly luncheon at the Hotel Nicollet February 4, 
Members of the Hennepin County Bar Association were guests, 
Speakers included Elwood Fitchette, president of the associa- 
tion, and Morris B. Mitchell, president of the Minnesota Bar 
Association. There was music and special entertainment. The 
seventh annual “Griddle Cake Dinner” will be given at the 
Nicollet Hotel February 13. With the assistance of the Traffic 
Club Orchestra a minstrel show will be presented. New officers 
of the club elected January 28 are as follows: President, O. W. 
Tong, traffic counsellor; first vice-president, N. F. Kenney, Penn- 
sylvania; second vice-president, Martin F. Smith, Southern Min. 
nesota Mills; secretary, H. W. Wike, Northern Pacific; treas- 
urer, A. W. Hendrickson, Universal Atlas Cement Company; 
directors, G. A. Heinze, DeSoto Creamery and Produce Com- 
pany; W. E. Semmer, Chicago Great Western. 





The weekly luncheon of the Traffic Club of St. Louis at the 
Hotel Jefferson of February 8 will not be held, in view of the 
“Lincoln Day Dinner Dance” to be given at the Statler Hotel 
February 9. 


NORTHWEST ADVISORY BOARD 


Reports of commodity committees submitted at the thirty- 
seventh formal meeting of the Northwest Shippers’ Advisory 
Board at Minneapolis, January 28, generally indicated that ship- 
ments the first quarter of this year will show decreases under 
the actual movement in the same period a year ago. The reports 
frequently emphasized increasing movement of shipments by 
truck. A brief summary of the reports follows:: 


The grain committee estimated that 32,800 cars would be required 
the first quarter of this year, compared to 52,792 loaded the first 
quarter last year. , 

oe the first quarter for flour shipments estimated 
at 22,500. 

Available crop for remainder of potato shipping season estimated 
at from 25 to 30 per cent under a year ago. 

Movement of coal e€xpected to be about the same as the first 
quarter last year. 

Carload movement of cement estimated at 897 cars, as against 
1,196 last year; 205 cars of lime and plaster estimated for the first 
quarter, as against actual movement last year of 293—decreases of 
25 and 30 per cent, respectively. 

Dairy and poultry committee estimated that 6,000 refrigerator cars 
would be required in the first quarter of the year for dairy products 
movement. 

The miscellaneous traffic committee estimated the movement of 
knit goods would show an increase of approximately 25 per cent, and 
that about 20 lines of miscellaneous traffic would show a decrease of 
about 20 per cent; mail order houses and heavy hardware expecteé 
to show some improvement. 

Total of 671 cars, a decrease of 37 per cent, anticipated by the 
agricultural implement committee. 

Decreased movement expected by iron and steel committee. 

Canned food products expected to supply 810 carloads of traffic 
in the quarter and about 965 cars will be needed for movement of 


' sugar, molasses, etc., according to report. 


Stone, sand, and gravel movement will be about 10 per cent less 
than a year ago. 

Brick and clay products expected to show decrease of at least 
25 per cent. 


Competition of the government with its citizens in business 
was discussed by Carl R. Gray, Jr., president of the Omaha. 
Among other things, he outlined governmental policies which 
he characterized as a “withdrawal from the fundamentals out 
lined and established by our federal Constitution.” 
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Send for Port Booklet and 


ALABAMA?STATE DOCKS COMMISSION, MOBILE, ALA. 
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MOBILE OFFERS TO THE 
SHIPPING PUBLIC: 


8 Sailings monthly to Bremen, Ham- 
burg, Antwerp, Rotterdam, London and 
Various West Indian Ports. 


5 Sailings monthly to Liverpool, Man- 
chester, Venezuela, British and Dutch 
Guiana. 


3 Sailings monthly to Genoa, Naples, 
Leghorn, Barcelona, Valencia, Tampico, 
Tuxpam, Buenos Aires and Montevideo. 


2 Sailings monthly to Yokohama, Kobe, 
Shanghai, Havana and Cuban Outports, 
Guatemala, British Honduras, Salvador, 
and Porto Rican Ports. 


1 Sailing monthly to Glasgow, Green- 
ock, Havre, Marseilles, Dunkirk, Oran and 
Algiers. 


Weekly Service to New York, Boston, 
Philadelphia and Tampa. 


Frequent Sailings to Bilbao, Malaga, 
Alicante, Corunna, Lisbon, Oporto, Manila, 
Honolulu and West African Ports. 
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1247 VESSELS ENTERED AND CLEARED THE PORT OF MOBILE 
DURING THE CALENDAR YEAR 1931. 
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RAILROAD LAND GRANTS 


Editor The Traffic World:: 
The letter in reference to the above subject in your issue 
of January 30, written by T. C. Elliott, covers the situation very 
thoroughly, but one incident he failed to make reference to is 
that Senator Reed of Missouri sponsored a bill that was put 
through as a “rider” on a two billion dollar appropriation bill 
during the World War reducing the status of the C.R.I. & P. Ry. 
Co. and Mo. Pac. R. R. Co. through the State of Arkansas from 
100 per cent to 50 per cent land grant lines. Regardless of 
whether equipment or troops moved through Arkansas to and 
from the southwest or transcontinental, under the equalization 
agreements the carriers had on file with the government, all 
roads transported government property at the land grant rates. 
The action of Senator Reed caused the government to pay 
each year thereafter many thousands of dollars more for 
transportation service than it would have otherwise paid. 
Another feature not commented on was the fact that the 
line of the Southern Pacific from El Paso, Tex., to New Orleans, 
La., a distance of approximately 1,200 miles, was intended to 
be a land grant line but, on account of a flaw in the bill as 
passed by Congress, a loophole was detected through which the 
carrier was able to defeat its purpose. 
New Orleans, La., Feb. 2, 1932. 


\ 


J. H. Simpson. 


LAND GRANT FIGURES 


In the communication from T. C. Elliott, traffic manager, 
Interior Florida Traffic Bureau, Inc., in the January 30 Traffic 
World, p. 246, presenting a computation as to the value of 
land given to railroads by the federal government, the writer 
presented his results in thousands of dollars. It should have 
been millions. The figures in the sentence, “One hundred and 
thirty-one million acres at $1.25 would be $163,750.00, and at 
94 cents would be $123,140.00,” should have read, $163,750,000” 
and “$123,140,000,” respectively. 


A VIEW FROM CHINA 


Editor the Hon. Traffic World: 

I hasten to rite you account just compleet post-graduate 
course Uketchem Korrespondence Schools, in dokkit of Hon- 
orable I. C. C.-Ex Parte 103. 


The Traffic World 


Vol. XLIX, No, ; 


Many peepul say if 15 per cent granted would retard eye). 
thing—perhaps will also retard Japanese here, if “Yes” | invoke 
it. (Tee! hee! that make joke—but suttle?) 

Group 170 of Master Tariff say no sir-charge live stock if 
ordinary—how can sir-charge apply if lady cow? Also my 
cow not ordinary, do I then must pay? If so I invoke Section 
15-A and Dayton-Goose Creek case account this letter analagoug 
live stock and U.K.S. tell me always analogous if nothing elge 
find. This sound much like bull. 

This dokkit I infer make sir-charge but what about ladies 
—they omitted sweepingly. This are diskrimination—bellicoge 
and rank. 

Tariff are amusing—coal open top cars 6c ton but Item 4 
any quantity 2c hundred pounds. Then no sir-charge if in open 
bottom cars. This are not hard—how can be hard if bituminous? 

I try to find exception and behold! What I find you not 
guess, but reparation hound, ah! yes! If stone be rough 12c ton 
sir-charge—if broken 6c ton sir-charge—if finished 1c per hu. 
dred pounds sir-charge. Now if shipper aksidently breaks rough 
stone he only pays 6c ton or if damaged in transit we have 
over charge account rough stone are broken. This clear but 
if rough stone are “finished” when broken so no further uge 
any body, owner must pay 20c ton. Do finished mean like 
Honorable Tommy Loughran are finished? So equation are: 
Whole rough stone 12c ton—slightly damaged 6c ton—con. 
pletely busted 1c per hundred pounds. 

Much more interesting if lucky number contest—if shipper 
get lucky number then pay no sir-charge. 

Am I right Honorable Sir? If so will come next boat. 

Excrutiatingly yours, 

Hong Kong, Jan. 15, 1932. Fu Sing Wow. 

P. S. They tell me this tariff now called “Freight Agents’ 
Delight.” 


NORTH ATLANTIC SHIPPING 


The Shipping Board has authorized the use of the trade 
name “Yankee Line” by the American Hampton Roads Line 
for that portion of the services covering the ports of Phila 
delphia, Boston and Portland to Hamburg and Bremen. 

The Yankee Line was formerly operated by Rogers and 
Webb of Boston, who have requested the board to be relieved 
of their management of the line, due to the recent death of 











PORT BUREAU 
REPRESENTATIVES 


HOUSTON 
J. RUSSELL WAIT 
Manager 


H. S. CRAWFORD 


Ass't ports combined. 


NEW YORK 
J. C. MAYFIELD 
Room 1600—10 East 40th St. 


KANSAS CITY 
T. P. BARTLE * 
433 Board of Trade 
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EVERY YEAR BRINGS NEW RECORDS TO 


llouston 


A MILLION and a HALF 


Bales of Cotton 


Shipped from Houston by the beginning of 1932 constitutes a new 
season s record and adds another to the long list of achievements of the 


PORT OF HOUSTON 


Rice shipments out of Houston for 1931, although a comparatively new 
development of the port, totaled more than those of the next two Texas 


With shipping showing a decrease over the entire country Houston 
scored another record in being the only major port in the country to 
register gains in foreign tonnage for the season 1930-31. 
These facts are significant in a year 


when traffic managers had to make every * 
transportation dollar do double duty. 


SHIP via HOUSTON AND SAVE! 
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Serving 
the Great Indus- 


trial Area at the 
Foot of Lake 


The Traffic World 


we 
A trifle less than a hundred 
miles, from Chicago to South 
Bend, Indiana, straight through 
one of the greatest industrial 
areasin the world, goes the South 
Shore Line. 


Here are freight destinations 


for all manner of goods and 
materials. A huge portion of 
America’s freight is consigned to 
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final destination. Fast, frequent 
schedules, electric operation, 
connection with all railroads 
entering Chicago, facilities for 
speeding special consignments 
—these and other features com- 
mend the South Shore Line to 
shippers of both package and 
carload freight everywhere. For 
complete information write, 
Wm. Petersen, Traffic Manager, 


“ Michigan points in this teeming district. Chicago, South Shore and South 
h Time can be saved by routing Bend Railroad, 72 West Adams 
shipments via South Shore to Street, Chicago. 


. A special feature is fast 
» ferry truck door-to-door 
n- <2 service between Chicago 
. and South Bend-Misha- 
waka. Sealed shipments, 

” overnight delivery. 


le 
le 


: a. SOUTH SHORE 





EE ae—_VOO 
YOUR SHIPMENTS TO, FROM OR VIA 

R O U T E AND SECURE A SAVING OF TIME P E O R I A 
Of the fifteen railroad lines entering 

Peoria, the Peoria and Pekin Union Rail- 

way Company, a terminal and switching 

line, is the connecting link used in the 

interchange of all the traffic between 

Eastern and Western lines and the 

greater portion of traffic between 

Northern and Southern lines passing 

through the Peoria gateway. 





Transfers of traffic between these 
many line-haul carriers are made within 
a few hours of the use of the facilities 
of the Peoria and Pekin Union, while a 
much longer period is required for such 
interchange of traffic through some of 
the larger and congested gateways. 
Traffic is handled with sufficient dis- 
patch to avoid congestion, thus afford- 
ing regular expeditious service in the 
movement of all through traffic. 


Address E. F. Stock, Traffic Manager 


RAILWAY COMPANY 


Union Station, Peoria, Ill. 
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Efficient Switching Service Between the Following Carriers: 


Peoria and Pekin Union Railway Company 

Atchison, Topeka & Santa Fe Railway Co. 

Chicago & Alton Railroad Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 

Cleveland, Cincinnati, Chicago & St. Louis Railway Company 
Illinois Central Railroad Company 

Illinois Traction System 

Inland Waterways Corporation 

Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 

Peoria Railway Terminal 

Toledo, Peoria & Western Railroad 


PEORIA AND PEKIN UNION 


Inquiries Solicited 
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E. H. Hagel, Superintendent 
323 West Polk St., 








Chicago, Ill. 
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: A New Machine for Your Shipping Dept. 
i Brings Great Advance in Tensional Steel Strapping 
: Eliminates old two-tool method—saves 25%—By combining the 
3 work of the old stretching and sealing tools in one simple compact 
z machine—By securing more uniform tension and absolutely perfect 
H sealing—By speeding up the whole operation 25%—The new Signode 
E Strapping Machine has rendered all standard equipment obsolete. 
: If you have not already done so, call in a Signode Service Man 
E for demonstration, or write for Bulletin H which gives complete 
E information on the new Signode Strapping Machine. 
H SIGNODE STEEL STRAPPING CO. 
2 2613 N. Western Ave. h 360 Furman St. 
: CHICAGO, ILL. BROOKLYN, N. Y. 
: Tensional Strapping System 
H We also furnish round wire tensional reinforcements, all forms of nailed-on 
= strapping, automatic wire tying machines, pail clasps, clutch nails, tag 
H fasteners, etc. Write for general catalog. 
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| arenousing 
Three Blocks from 
| Chicago's Loop Distri 
icago s Loop Vistrict 

| in the heart of the wholesale and retail jobbing district. 

Stocks carried for local and out of town distribution on 
| a package basis. Rail shipments anywhere without 
i extra cartage expense. 
H Orders for shipment received by noon loaded in cars 
' ready to move to destination the same day. 
i 400,000 square feet of clean, light, airy warehouse 
i and office space—track space for 360 cars. Space and - 
: offices to lease. 
i age ae 
i 
i 
= 
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| WAREHOUSING COMPANY 
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Charles F. Webb. This line operated four vessels, the Natirg 
the Seattle Spirit, the West Harcuvar and the West Poo] ay 
were operated between the ports of Philadelphia, Boston, No. 
folk and Baltimore and Hamburg and Bremen, Germany. Theg 
vessels will be withdrawn from service for the present. 

The board has reassigned the territory served by the Yankg 
Line. The ports of Portland, Boston and Philadelphia Will 
hereafter be served by the American Hampton Roads Line ang 
the ports of Baltimore and Hampton Roads to the Hamburg 
Bremen range, will be served by the Baltimore Mail Line, — 

The American Hampton Roads Line now consists of the 
Capulin, the City of Flint, the Lehigh and the Quaker (ity 
maintaining a service between Baltimore, Norfolk, Newport 
News, Philadelphia and Boston and London, Hull, Leith, Dundee 
and Southampton. The extended territory of the Americay 
Hampton Roads Line will provide service between Philadelphia 
Boston and Portland and Hamburg and Bremen, Germany, being 
continued between these ports as the “Yankee Line.” 

The Baltimore Mail Line now operates a regular service 
between the ports of Baltimore and Hampton Roads and Han. 
burg with the City of Baltimore, City of Norfolk, City of Han. 
burg, City of Havre and the City of Newport News, which were 
purchased from the board and extensively remodeled and jp. 
proved for carrying both passengers and cargo. 

“The rearrangement of these services will materially assist 
in the development of both Lines and provide improved United 
States flag services between the north Atlantic ports and the 
east coast United Kingdom and German ports,” said the board, 


NEW KATY BRIDGE AT BOONVILLE 

A new bridge spanning the Missouri River, at Boonville, 
Mo., constructed by the Missouri-Kansas-Texas at a cost of 
$1,200,000, was opened for service February 1, with the passing 
of Katy train No. 4, northbound, on its way to St. Louis. 4 
group of officials of the line and others participated in cere. 
monies at the opening. The bridge is unique in that the span 
over the channel is said to be the longest railroad lift-span in 
the country. It has a length of 408 feet and the lifting and 
automatic leveling mechanism is said to involve features first 
used in its construction. The span provides a clear horizontal 
opening of 400 feet for navigation and, when raised, gives a 
horizontal clearance of approximately 57 feet above standard 
low water level. In addition to the lift-span, there are three 
300-foot fixed spans at the north end and a 247-foot span at the 
south end. po 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies for the i 
eleven months ended with November, 1931, totaled $252,256,252, i 
an increase of 1 per cent compared with the income for the i 
corresponding period of 1930, according to statistics compiled i 
from 104 company reports by the Bureau of Statistics of the i 
Commission. For November the income was $20,887,403, a de i 
crease of 7.1 per cent compared with November, 1930. The i 
number of company stations in service at the end of November i 
was 16,928,645, a decrease of 302,789 compared with the number H 
at the end of November, 1930. 





RAIL SAFETY BILL 


Senator Barkley, of Kentucky, has introduced S. 3374, a bill 
to promote the safety of employes and travelers on the railroads 
and the highways at grade crossings by adequate train control. 


DOCKET OF THE COMMISSION wl 


February 8—Dallas, Tex.—Examiner Peyser: 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al. ( 
20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 
22252—Jackson Traffic Bureau et al. vs. A. T. & S. F. Ry. et al. 
23957—-Mid-Continent Petroleum Corp. vs. I. C. R. R. et al. (these 

three cases present similar issues). 


February 9—Washington, D. C.—Examiner Davis: ’ 
Finance No. 9098—Application G. C. & S. F. Ry. for authority 
acquire control by lease of railroad and property of Jasper & 
Eastern Ry. 7 
Finance No. 9100—Application G. C. & S. F. Ry. for authority t 
acquire control by lease of the railroad and property of the Came 
Belt R. R 
February 9—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 14602, filed by N. Y. C. R. R. 


February 10—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14349, filed by C. & O. Ry. 
February 11—New Orleans, La.—Examiner Peyser: 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. ; Pt 
18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et® BC 
18413—Indian Refining Co. vs. A. & V. Ry. et al. NE 
18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et al. Al 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. (furthe! 
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(Subject to change without notice) 


DEPENDABLE 
ECONOMICAL 
SATISFACTORY 


Calmar Steamship Corporation 


GALVESTON WHARF COMPANY 





Foreign Freight 






Forwarders 


For information regarding rates, etc., apply to nearest office: 


MOORE & MeCORMACK CO., Gen. Agts. SWAYNE & HOYT, INC., Agents 
Baltimere, Md., (5 S. Gay St. Los Angeles, Cal., 410 Chamber of Com- 


ing Established 1884 Chicago, Iil., 140 8. any 8 st. merce 


Bldg. 
Detroit, M m Oakiand, Cale, ist and Market Sts. 
New Yo N.Y Breads! GK. Bids. — Portland, Ore., 917 Board of Trade Bldg. 


i 

| 

San Francisco, Cal., 215 Market Street, i 

« £1D.C. ANDREWS & CO., Inc. og Ng Te soattan Wosk” 1519 Railroad Ave. . 


ille, 


{" Regular Piers 





and 27-29 Water Street, New York, U.S. A. Atlantic Coast Pacific Coast 

rst Los Angeles—230-B Terminal Island 

ital 110 So. Dearborn St. Boston Office: 401 S. A. & K. Bldg. |; Baltimore Pier 7, Western Md. Ry., Pertiand, Oree No.1 Oceanle Terminal 
te Chicago, Ill. 92 State Street Syracuse, N. Y. i Philadelphla—Pier 27-N, Reading Co. SeattlonAtiantle, Dock” Yoarees 

ree ‘GNUONCUEDONEADEOOUDODODONOLELDDESOENNEONOOODONOUOOOOONONSEROROERSSENSAOOODOOOGaNO OA IORSODEAEODEAGEDOnONOOOOOOOOLOSESAEDENORORONODONOEDEONONDEOOEDOOENANeODNOECueOOOODONeOOOORONORE SNebeRaOGoNDeOnOotODeNenOEnOneneseieNY = 


the 


| esc cmaeenase ge Ne RETENTION ITS ASIA TORE TTR aga 




















5), oo 
the H py i 
led i , Protect merchandise in 
the i ot transit ————— . or I 
H “Fultex” waterproofe ar- 
de- i paulins. They offer the kind Dependab e 
The ef service you like to re- h 
ceive. 
7” Write our nearest plant for Ever y W e re 
ber samples and —- 7-. — 
lins, roll uc wiping . —" ° 
: viotha. laundry bags, ice Whether shipping to American Ports 
i cog crushing bags, meat cloths, or those of the Orient, route your 
i ete. i shipments by American Mail ‘Line 
bill we : President Liners. You are then 
ads 5 assured of the best service, finest 
rol ‘ yaw Fulton Bag & Cotton Mills i handling of merchandise and quick de- 
2 Adante St. Louss Dalla i liveries at point of destination. Save 
Minceapells. Brooklyn New Orleans Kansas CIty, Kan i Insurance Cost—time. Competition is 
EEE keen. Turn over your money faster. 






Specify American Mail Line. 
A fleet of express Cargo Liners further 
guarantees you service. They augment the 
American Mail Line service from Puget 
Sound to ports of the Orient. 


For information, apply desk No. 6 
















QUAKER LINE 
DEPENDABLE SERVICE 
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Ce Ae New York 
, From ALBANY, N. Y.— Fortnightly 1714 Dime Bank Bldg........ Detroit 
& BOSTON, MA athe me 110: So, Deateare. St... 45.0000 Chicago 
NEW YORK Ke Y.—Weekly Union Trust Bldg. Arcade. .Cleveland 
h. et “ye - PA —Weekly General Freight Office 
o 
py va andy my le 1519 Railroad Ave. So........ Seattle 
Oakland, Nai Seattle, Tacoma. 
oe AMERICAN 
p PHILADELPHIA: The Bo BUFF M AIL LINE 
e. BOSTON: 33 Broad — CHIC ARCs o7'S Uesaite: Street 
i YORK; 24 State Street CLEVELAND: Hippodrome Bidg. 











LBANY: D. & H. Building DETROIT: General Motors Bidg. 76 offices in 22 countries at your service 


ef URGH: Union Trust Building 
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DEPENDABLE COLD STORAGE 


Ship your CARS to us for Storage and Distribution. 
Exceptional Rail Connections. 


25 Years of Satisfactory Service. 


CHICAGO COLD STORAGE WAREHOUSE Co. 
1526 So. State St. Chicago, Iil. 










LO VEDOERNDROUON DED NDULLEESEAOONOLORGLORONOOREOEADOODOROSE DON LS EDD OSEEOOCENERnaNeNONoNONrnESOoet eNO tT 


et RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 
Virginia Bonded Warehouse Corp. 
1709 East Cary Street 
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Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 
cago 


360-354 West Erie Street 








LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing Aué in One Book! 
Send for Sample Shee 


G. R. Leonard & Co. 


185 N. Clark St., Chicago 15 E. 26th St., New York 









TRAFFIC MANAGERS 


BISHOP & BAHLER Traffic 


Incorporated September 16, 1914 
TRAFFIC MANAGERS and 


tugasatate een enn State Commission Cases Commerce ing. 
K W. HOLLINGSWORTH 
Commerce Attorney = 
1980 we = A Head Office: 869 vee! pe. 
eee Funk Suen, eed 0 Specialists he E RICAN 
a EXCELSIOR 
HENRY J. SAUNDERS CORPORATION 
Valuation CONSULTING ENGINEER Geunal dice 
Cost and Statistica] Analyses—Matters Relating 1000-16 N. Halsted St 
Experts te tee—Censelidations and Valuations hi ° 
643 TRANSPORTATION BLDG. Chicago 
WASHINGTON, D. C. 










HARRY C. AMES 


ATTORNEY AT -LAW 


Successor to Keene & Ames 
Formerly Atterney and Examiner 
Interstate Commerce Commission 


Transportation Bidg., Washington, D. C. 


The Traffic World 





ATTORNEYS AT LAW PRACTICING BEFORE THE INTERSTATE COMMERCE COMMISSION 
H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office: 


709-10 Cotton-Grain Exchange Building 1540 BUILDERS’ BUILDING j 
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hearing in so far as they concern the lawfulness of rates 
and reparation). 
75—Col-Tex Refining Co. vs. T. & P. a et al. 


22252—Jackson Traffic Bureau et al. vs. A. & S. F. Ry. et al, 
23957—-Mid-Continent Petroleum Corp. vs. L C. R. R. et al. (th 
three cases present similar issues). me 
February 12—Jackson, Miss.—Examiner Peyser: 
17561—American Refining Co., Mw: + et al. vs. A. & R. R. R. et al, 
17911—Arab Basoline Co. vs. A. & R. R. R. et al. 
18061 (and Sub, 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18451—Muscle Shoals Oil Co. et al. vs. A. T. & S. F. Ry. et ai, 
20675—Col-Tex Refining Co. vs. T. & P. Ry. et al. 
22252—Jackson Traffic Bureau et al. vs. A. T. & S. FP. Ry. 
23957—-Mid-Continent Petroleum Corp. vs. I. C. R. R. 
three cases present similar issues). 


February 12—Argument at Washington, D. C.: 
24206—Burkhard Motor Co. vs. A. T. & S. F. Ry. et al. 


February 13—Argument at Washington, D. C.: 
24418—Federated Metals Corp. vs. Pa. R. R. et al. 
24595—-Phosphate Products Corp. vs. Mo.-Ill. R. R. et al. 


eg 4 15—Washington, D. C.—Commissioner Porter and Examiner 
oc 
12964—Consolidation of Railroads (in the matter of consolidation of 
railway properties of the U. S. into a limited number of systems) 
(adjourned hearing). 
February 15—Washington, D. C.—Examiners J. P. and ne P. Kelley: 
Finance No. Excess income of Ark. & La. Mo. 
Finance No. 3820—Excess income of Themansfield Ry. re Transp. Co, 
- 


in past 


et al. 
et al. (these 


Finance No. 8388—Excess income of Nacogdoches & §. 
February 2a. D. C.—Examiner Mattingly: 
1. & S. 3547—Terra Cotta from, to, and between points in southern 
Seoteey and between points in southern territory and points in 
official territory. 
February 15—Argument at Washington, D. C.: 
24209—Western Pacific R. R. Co. vs. N. W. Pac. R. 1 +" eta 


24220—Canada Dry Western Sales, Inc., vs. I | m al. 
February 16—Washington, D. C.—Examiner Boat: 
— Section Application Nos. 14508, 14509, 14528 of W. S. Cur. 
ett 
Fourth Section Application No. 14582 of W. S. Curlett and F. Van 
Ummersen. 
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sé NBIASED Advice—it 

our products won’t work, 
we'll tell you what will”... 
that is the spirit of our Free 


Packing Advisory Bureau. 


Send your product to us—or, if you wish, 
we'll send a packing expert to you. In either 
case we're sure we can help you find the 
most effective and economical method of 
packing—and our advice will cost you noth- 











PMT 


PAYSOFF TINKOFY | 


ATTORNEY AT LAW AND 2 
CERTIFIED FUBLIC ACOOUNTANT (ILL) ; 
PECIALIZING I i 

INTERSTATE A IEECE. CLAIMS | 
AND FEDERAL TAXES i 


CHICAGO, ILL: 
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